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G.V. Sales Steadily Growing - 


Recent G. V. Sales illustrate the keen interest in the Electric on the part of whole- 
salers and manufacturers. While our reorder business from the express companies, 
department stores, brewers and other corporations is always interesting, those firms 

making their initial investment 
in Electrie trucks naturally in- 
terest the prospective buyer. 


Three recent orders involved 

wholesale grocers in Hartford, 

Conn., New York and Los An- 

geles. Two more G. V. Trucks 

have gone to Australia and 

several to England. The first 

a G. V. storage van for Texas 
(Part of the twenty 2-ton G. V. Tracks recently placed in U. S. will shortly leave for San An- 

mail service, New York) tonio. 


Among those firms reordering recently are the Globe-Wernicke Co., Murvhy Var- 
nish Co., O’Keefe Brewing Co. (Toronto), U. S. Cigar Stores Co., Baltimore Bargain 
House, ete., ete. 

No firm need hesitate to ask us about a difficult trucking or delivery problem, for 
we really do go about selling our product in a conscientious way. You owe it to your 
investment to be certain you have the best, for that means the cheapest. It means op- 
erating satisfaction, too. 


We’ll send Catalogue No. 104 if you say so. 


GENERAL VEHICLE COMPANY, Ine. 


SS General Office and Factory 
© Long Island City, N. Y. 


New York Chicago Boston Philadelphia 
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THERE IS ONLY ONE WAY “sere? rae” UP-TO-DATE 


And that is by checking the changes from week to week as they are printed in 


THE TRAFFIC BULLETIN 
SAMPLES ON REQUEST THE TRAFFIC SERVICE BUREAU, CHICAGO 























Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 





The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Less Than aDozen Copies Left 


An Indispensable 
Reference Work 


iW 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book | 
available when needed. | | 


THE TRAFFIC SERVICE BUREAU : 
418 South Market Street, Chicago 
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NEW ORLEANS GREAT NORTHERN p p 
“QZONE ROUTE” ie 
SUPERIOR FREIGHT AND PASSENGER SERVICE 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THF 


NORTH, EAST, SOUTH and WEST and FOREIGN 
PORTS vu NEW ORLEANS, “PANAMA CANAL” 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 
M. J. McMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 





Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA—CHARLESTON —=NEW ORLEANS 


New 4,000-Ton Freight Steamers “‘A. A. Raven,” ‘‘Ruby,”’ “Robert M. Thompson”’ 


Low Insurance Rates 




















Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 


CONNECTIONS.—At PHILADELPHIA With Baltimore & Ohio R. R., Pennsylvania R. 
R., Philadelphia & Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Trans- 
portation Co. a 
At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 
Texas & Pacific Ry. 
AT CHARLESTON—With Southern Railway Co. 
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Lake Superior Georgian Bay 


~y gyahes and Dominion Transpy atin 
Ay® Freight and Passenger Line 0 


BETWEEN * 


DULUTH, FT. WILLIAM, PORT ARTHUR (and intermediate ports) 
DULUTH, BAYFIELD, ASHLAND (and intermediate ports) 


FASTEST SERVICE 


LOWEST COMBINATION OF RATES TO AND FROM CANADA 


EUROPEAN IMPORTS via Montreal to all points in the West and Southwest moved via 
all water to Duluth at lower rates than via any other gateway. 

‘VACATION TRIPS.—Our new commodious steel steamers, ““America” and “Easton,” offer unex- 
celled passenger service and comfort and cover America’s most delightful vacation grounds, including 
daylight circuit of beautiful Isle Royale and the interesting Apostle Islands, the paradise of the tourist 
and sportsman. 

Our Dominion Transportation Co., Ltd., operates the splendid freight and passenger steamers 
“Manitou” and “Caribou,” between Sault Ste. Marie and Michipicoten (and intermediate ports—Lake 
Superior), also between Sault Ste. Marie and Owen Sound (and intermediate ports in North Channel— 
Georgian Bay), making a daylight tour of the World’s Most Magnificent Fresh Water Archipelago. 

CONNECTIONS WITH ALL RAIL LINES AT 
Duluth, Ft. William, Port Arthur, Bayfield, Owen Sound, Ashland, Sault Ste. Marie 


For Freight Tariffs, Descriptive Literature, Schedules and full information, call on or write 


L. P. HOGSTAD, Superintendent L. D. ROSENHEIMER, Traffic Manager C. E. AINSWORTH, Manager 
Duluth, Minn. Chicago, Ill. Sault Ste. Marie, Mich. 











SAFETY FIRST 


Is a mighty good habit to cultivate in connection 
with any enterprise or risk, more particularly the 
risk which you assume in getting your goods to 
the trade in merchantable condition. 


Why not ‘‘get the habit’ in connection with 
the purchase of your fibre case requirements for 
freight, express or parcel post, and let us design 
something that will guarantee “Safety Always?” 
We have an efficiency department devoted entire- 
ly to solving difficult package problems. 












HUMMEL & DOWNING COMPANY 
MILWAUKEE, WISCONSIN 
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You May Be a Total Stranger 


to the London hotel cashiers. And the shops 
of Paris may never have seen you before. 
But hotels and shops, the world around, will 
honor your Wells Fargo Travelers Checks, for 


Y our signature ona check identifies you. 


These checks are the essence of conven- 
ience and safety. You would do well to in- 
vestigate them before you start traveling, 
either here or abroad. 


Why not investigate them to-day? Just 
telephone our agent in your city. He will 
send a representative to explain. Or, if you 
prefer, write for a booklet. 


Address 51 Broadway, New York 


Wells Fargo & Company 
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SERVICE. 


In addition to the usual number of inquiries for 
through the Legal Department Column, 
there have come to The Traffic World, within the 
last two weeks, questions from our readers concern- 
ing waterproof shipping tags, operating cost of elec- 


replies 


tric trucks, names of warehousemen in a number of 
cities, tag-addressing machines, tariff-filing cabinets, 
lumber for nursery stock boxes, and relative value 
of excelsior, hay and straw for use in packing fragile 
articles. 

In each instance the information desired has been 
promptly supplied or an investigation has beer 
started intended to develop the facts. 

This is a service The Traffic World is always 
glad to supply without charge and we hope our 
readers will call on us as often as occasion demands 
for information on any phase of the proper handling 

f traffic matters. 


UNREPORTED OPINIONS. 


Every now and then a subscriber complains that 


decision of the Interstate Commerce Com- 
mission that would have been important to him if 
e had known about it is buried among the “unre- 
ported opinions” of the Commission. The theory on 
vhich these decisions are not reported or printed 
‘y the Commission is that they do not declare any 
new principle; that is, that principles enunciated in 
other cases are so well established that there is no 
lise wasting money to put other reports and opin- 
ions covering the same ground, into bound volumes. 
he unreported opinion, in that it leaves shippers 


some 
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without opportunity to make cases in their own 
neighborhoods, is an injustice to them. Some of the 
unreported opinions, too, are apparently more im- 
portant than some of the reported ones, which is to 
cay that the judgment of the Commission in draw- 
ing the line as to what shall be reported and what 
not reported, 
are doing the best we can and printing each week 


brief abstracts of these unreported opinions. 


is not always good. Meanwhile we 


THE AVERAGE AGREEMENT. 

The action of the American Association of De- 
murrage Officers in approving the report of its ex- 
ecutive committee recommending an increase in the 
demurrage rate and the abrogation of the average 
agreement, confirms the information that had come 
to the National Industrial Traffic League that the 
abrogation ol the average agreement rule was un- 
der consideration in certain railroad quarters. The 
league took a stand against any such action and 
may now be expected to get into its fighting clothes. 

The reason given for doing away with the average 
rule was that it has caused increased car detention. 
That is the only valid reason that could be given for 
abolishing this rule. It would not be a good reason 
to say that it was responsible for decreased demur- 
rage receipts. On the contrary, that would be an 
argument on the other side, since the purpose of the 
rule is not to make money but to facilitate the 
emptying and loading of cars. But we should be 
interested in seeing the figures on which is based 
the statement that the average agreement is the 
cause of increased car detention. Certainly under 
it the shipper has every inducement to unload his 
cars as rapidly as possible, that he may have credits 
to apply on cars elsewhere that it is impossible to 
unload quickly. And the same argument applies to 
the loading of cars. 

To abrogate the average agreement would be a 
blow to to the shippers, and, so it seems to us, would 
be hurtful to the railroads themselves. At least 
no one will dispute that the rule has been a benefit 
to shippers. 


DEFENDING THE COMMISSION. 


And now, following in the tracks of Senator Cum- 
mins, comes Senator La Follette with his expose of 
the “widespread conspiracy to intimidate and 
coerce” the Interstate Commerce Commission into 
granting the advance in freight rates asked by the 
eastern railroads. Only, with his usual vehemence, 
he goes a step farther than the Iowa senator in his 
denunciation of those responsible for the nefarious 
plot. The weapons of intimidation and coercion, 
as nearly as we can discover, consist of newspaper 
clippings, letters and telegrams in favor of the in- 
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crease, that have been sent to the Commission. The 
senator seems a good deal more jealous of the vir- 
tue of the Commission than does that body itself. 
We have heard no complaints from it that attempts 
have been made to influence it unduly, and so long 
as it is silent we may safely conclude that it has not 
felt its integrity or even its dignity assailed; un- 
less, indeed, we choose to believe that it is willing to 
be seduced. Of course, it has not the power of a 
court to hale before it for punishment one who at- 
tempts to influence its decision, but it could, in some 
fashion, make known its disapproval of the course 
alleged to have been taken by those responsible for 
the campaign in favor of the increase, and put a 
stop to it. 
proval would operate to stop it, by reason of the 
very fear of those behind it that they might over- 
reach themselves. The Commission is perfectly able 
to take care of itself without the gratuitous services 


The mere announcement of its disap- 


of the Wisconsin statesman. 

If Senator La Follette’s bill, making it a criminal 
offense to seek to influence decisions of the Com- 
mission, becomes a law, the kind of campaign of 
which he complains will be a different matter. But 
until that or a similar provision is enacted into 
law, the thing is simply a matter of what might be 
called good taste, of which the Commission itself 


must be allowed to judge. 


NOTHING TO DO BUT WAIT. 


Nothing to do but wait now, and with that wait- 
ing there is not even the need for watchfulness, for 
the Commission has all the facts in the advanced 
rates case, has heard all the arguments, and the 
briefs have all been filed. In its own good time it 
will decide the case and there is nothing that any- 
one can do to hasten the decision or to influence the 
finding. Neither has anyone the slightest inkling 
as to what the decision will be, unless the remarks of 
Mr. Brandeis, the Commission’s attorney in this 
case, can be understood as indicating the attitude of 
the Commission—and we take it they cannot. Ex- 
cept as to the Central Freight Association, he says, 
the railroads have failed to sustain their proposed 
increases, which might be taken to mean that he 
favors granting the increase asked in that territory. 
But even here he is opposed to a horizontal increase. 
Relief cannot be had, he says, without a readjust- 
ment of the rate schedule. He goes extensively into 
methods of increasing revenue, where increased rev- 
enue is needed, without increasing rates, which 
might mean that the Commission has its mind made 
up along those lines. But it does not necessarily 
mean any such thing. As we have said, there is 
nothing to do but to wait. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 





From office boy in the-—Mobile office of the MOdbile 
& Ohio Railroad to attorney and examiner for the In- 
terstate Commerce Commission, and now to general 
practitioner of law, has been the history of George P 
Boyle, now occupying his own offices at 72 West Ada 
street, Chicago, III. 





GEORGE P. BOYLE. 


Graduating from the University of Alabama, [eé 
entered the railroad service in 1900, and served on all 
the desks in the local freight office, rounding out his 
railroad training in the Mobile & Ohio general offices 
in 1905. During the following year he was shipping 
clerk for a large jobbing and commission firm in the 
South, but, desiring to study law, accepted employment 
with the Interstate Commerce Commission in Washing 
ton, early in 1907, and was admitted to the bar i 
1910. Through the correspondence and informal com 
plaint divisions of the Commission he reached the pos! 
tion of assistant confidential clerk to Commissio 
Cockrell, who moved his appointment to the posi 
of attorney and examiner early in 1910. After Commis 
sioner Cockrell’s retirement he took a similar | 
tion with Commissioner McChord, to some of the 1 
important of whose cases he has been assigned. 
last, and possibly most notable, achievement was 
the Private Car Line investigation, in which he acted 
as attorney for the Commission, gathering a mass of 
information upon a subject little understood by 
transportation world. 
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CURRENT TOPICS IN WASHINGTO 


March Operation Surprises.—All 
the folks around the Commission who 
wear the big, goggly glasses indicat- 
ing great reverence for figures lifted 
their eyebrows high the early part of 
the week, when the preliminary re- 
ports showing operations in March 
began appearing. They showed an 
improvement in the gross and net 
that was so unlike what might have 
been expected, after reading the argu- 

ments of the attorneys for the railroads, that naturally 
there was but one query: “Will the 1914 advanced rate 
case dispose of itself as the 1910 application did?” This 
last-mentioned case went glimmering when the reports 
for the period during which final arguments were made 
began coming out. They showed the roads to be on 
such a decided upgrade, as to both gross and net that it 
would have been ridiculous for the Commission to allow 
the advances to go into effect on the ground that the 
carriers really needed more revenue. In a broad, general 
way the financial sheets for the March operations indicate 
that the business of the carriers was as good for March, 
1914, as for March, 1912, but, of course, not as good as 
for March, 1913, the banner year in railroad finances. It 
certainly would be a flare-back of the first order were 
the net revenues during the spring months to become so 
fat as to indicate that in a few months more all the 
bad figures of the preceding eight or nine months would 
be wiped out. 


Tap Lines and Industrial Railways—There must soon 
be some sort of explosion in the tap-line and industrial 
railways cases. Some of the short roads will have to be 
placed in the hands of receivers, because they cannot go 
along forever operating with revenues less than operating 
expenses. They are incorporated companies and under 
the laws of the states that gave them charters they must 
be dealt with as corporations. When some of them go 
into the hands of receivers there will be a political ex- 
plosion. Take the Tremont & Gulf in northern Louisiana. 
It employs enough men to defeat the congressman from 
the district, and when the officers of the company get 
out and tell the story of why the company had been 
wound up by the courts, the congressman is likely to 
think on the subject. What is true with regard to that 
road is true in many other congressional districts. If 
the Supreme Court upholds the Commission in the cases 
now in court, appeal to Congress to change the law so 
as to make the exception in the commodities clause in 
favor of lumber tap lines will be the only thing left 
for the persons interested. The lumber interests of the 
South were strong enough to have the exception in the 
commodities clause inserted, and the chances are they 
will be strong enough to have it made effective. The 
criminal sections of the act are strong enough, in the 
event divisions amounting to rebates in fact are allowed, 
to prevent abuses by methods other than choking to 
death the short railroads without which the development 
of the country cannot be made, as is asserted by the 
Officials of the states in which the tap-line case is one 
of interest large enough to attract attention. 


Mr. Patterson Embarrassed.—Attorney Brandeis cer- 
tainly put George Stuart Patterson in an awkward posi- 
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tion when he advocated the elimination of the expenses 
incurred by carriers participating in ocean-and-rail rates 
over differential routes. The Pennsylvania, a few years 
ago, tried to do that very thing, but the Commission 
decided that it was to the public interest that the dif- 
ferential routes should be kept open. Mr. Patterson had 
to appear in opposition to what Mr. Brandeis was saying 
when, as a matter of fact, his client wanted that very 
thing done. Perhaps the embarrassment was greater 
among those Commissioners who stopped the Pennsyl- 
vania’s attempt to force traffic of that kind to go over 
its own rails rather than allow more circuitous trunk 
lines to absorb the local rates to the water, so as to 
get something to haul in their otherwise empty westbound 
cars. 


Those Insidious Attacks.—Although it purported to 
be a speech repelling insidious attacks upon the Inter- 
state Commerce Commission, Senator La Follette’s ad- 
dress on the advanced rate case sounded more like a 
plea for the Commission on the ground that it is a weak 
sister unable to take care of itself. He lashed out against 
the publicity procured by the railroads as if the Com- 
mission were going to decide the case on statements 
made by railroad men in the newspapers. He insinuated 
that the railroads had been putting out anonymous cir- 
culars and letters. All the newspaper men in Washington 
received the circulars and statements in envelopes marked 
with the name and address of the Pennsylvania Railroad 
Co. Copies of all the documents and statements were 
given to the Commission itself. President Willard said 
he was willing to assume responsibility for the abstracts 
of testimony sent to newspapers, to members of Congress, 
to shippers and commercial bodies. 


Judge Archbald’s Idea.—Judge Archbald, who was re- 
moved from the now defunct Commerce Court bench, 
wrote a dissenting opinion in the Cincinnati Shippers’ 
and Receivers’ case, the underlying idea of which was 
essentially the same as that put forth by those who 
advocate the elimination of the differential routes. He 
laid down the proposition that the Commission had no 
right, in fixing the reasonable rate between Cincinnati 
and Chattanooga, to consider the necessities of the longer 
lines, nor the troubles of the unprofitable branches of 
the Southern Railway. He said that to uphold such a 
scheme of rate-making was to say that the more rail- 
roads between two points, the higher the rate must be. 
Those who opposed any increase in lake-and-rail rates 
took much the same position. They said that the expense 
attendant on the operation of the Rutland Railroad and 
Georgian Bay route and ocean-and-rail routes through the 
Virginia capes has the effect of keeping up the rates 
on the direct rail-and-lake routes, and that is probably 
true. But what good is that to the communities that 
happen to be served by the roads that have to make such 
sacrifices of revenue, if they really make sacrifices? If 
they are to be confined to business originating on their 
lines, must they not increase their rates to enable them 
to keep going? If the Norfolk & Western and the Chesa- 
peake & Ohio are not allowed to bid for Chicago business 
originating in New York, New Jersey, Pennsylvania. and 
New England by absorbing the local rail rates to the 
ports, will it not be necessary for them to increase their 
tidewater coal rate of $1.40 so as to get money to take 
the place of that brought in by the tonnage grabbed by 
them from the more direct routes to Chicago? 
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Decisions of Interstate Commerce Commission 


PACKING HOUSE PRODUCTS 


CASE No. 4817 (30 I. C. C., 98-102) 
GEORGE A. HORMEL & CO. VS. CHICAGO, MILWAU- 
KEE & ST. PAUL RAILWAY CO. ET AL. 


Submitted Feb. 11, 1914. Decided April 6, 1914. 

1. The original report herein, 26 I. C. C., 112, declared unreason- 
able and unjustly discriminatory rates on fresh meat and 
packing-house products from Austin, Minn., to Chicago, II1., 
prescribed reasonable rates for the future, and awarded 
reparation. On rehearing, granted on petition of complain- 
ant, the finding is modified and award of reparation affirmed 

2. Upon intervening petition of Swift & Co., located at South 
St. Paul, and of various carriers, rate on similar commod- 
ities between that point and Chicago considered; Held: That 
rate of 20c on fresh meat and packing-house products from 
South St. Paul, Minn., to Chicago, Ill, unjustly discrimi- 
nates against South St. Paul in favor of Austin, and similar 
charges ordered established. Mere proof of specific ship- 
ments made, and the freight paid, and the amount for which 
reparation is sought does not make out a prima facie case 
when discrimination in rate or service is basis of the com- 
plaint. Reparation to intervener is denied. 

Catherwood & Nichelson for complainants. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

Winston, Payne, Strawn & Shaw for Chicago Great 

Western Railroad Co., intervener. 

I. B. Mills for Minnesota Railroad & Warehouse Com- 
mission, intervener. 

Albert H. and Henry Veeder and Walter E. McCor-: 
nack for Swift & Co., intervener. 

A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 

Marie Railroad Co., intervener. 

R. B. Scott and George H. Crosby for Chicago, Bur- 
lington & Quincy Railroad Co., intervener. 
W. D. Burr for Chicago, St. Paul, 

Omaha Railway Co., intervener. 

F. P. Eyman and C. C. Wright for Chicago & North- 
western Railway Co., intervener. 
W. F. Dickinson and R. G. Brown for Chicago, Rock 

Island & Pacific Railway Co., intervener. 

W. H. Bremner for Minneapolis & St. Louis Railroad 


Co., intervener. 


Minneapolis & 


Report of the Commission Upon Rehearing. 


McCHORD, Commissioner: 


This case is before the Commission on rehearing. 
The ground of the original complaint was that for a 
period of 10 years prior to Nov. 1, 1911, there had been 
in effect from Austin, Minn., to Chicago, Ill., a rate on 
cured meats of 15.7 cents per 100 pounds; on fresh meat 
17 cents per 100 pounds, and on shipments of fresh meat 
and packing-house products destined east of the Illinois- 
Indiana state line a rate of 14.6 cents. On Nob. 1, 1911, 
the defendant companies, Chicago, Milwaukee & St. Paul 
and Chicago Great Western railroads, raised the rates 
from Austin to Chicago on fresh and cured meats to 
20 cents flat, withdrawing the proportional rate on ship 
ments destined east. In our previous report herein we 
found the 20-cent rate from Austin to Chicago to be 


unreasonable and unjustly discriminatory against Austin 
in favor of Mason City, Waterloo, Marshalltown, Ottumwa 
and Cedar Rapids, Ia., to the extent it exceeded 18.5 
cents per 100 pounds on fresh meat and 16.5 cents on 
packing-house products, which rates were ordered to be 
established, with rules as to minimum carload weights 
and mixed shipments the same as those contempora- 
neously in effect from the Iowa points to Chicago ap- 
plicable on similar shipments. Reparation was awarded 
26 I. C. C., 112 [The Traffic World, Feb. 22, 1913, p. 481.] 

In our report the conclusion was stated that Austin 
encountered substantial competition from Iowa packers 
The defense of the carriers that Austin had always been 
on the St. Paul basis was borne out by the record, but 
it was not then apparent from the evidence adduced 
that there was actual competition between the points 
in the Chicago market. It was therefore deemed more 
important to maintain an equitable relation between Aus 
tin and points of origin in Iowa than to maintain equality 
between Austin and South St. Paul. 

The rehearing was had upon petition of complainant 
and upon intervening petitions of Swift & Co., located 
at South St. Paul, and various carriers operating between 
that point and Chicago. The petition of the complainant, 
which now asks for a flat rate of 16 cents, sets forth 
certain specifications of error, namely: 

1. That in its table of mileages introduced in evi 
dence it erred in showing the distance from Austin to 
Chicago as 388 miles instead of 350.4 miles, thereby 
making the Commission’s computation of the average 
less distance of the Iowa points to Chicago under Austin 
100 miles instead of 63.9 miles. 

2. That in giving consideration to the switching 
charge of $2 per car on shipments of fresh meat and 
packing-house products from plants at Cedar Rapids 
Waterloo and Mason City, Ia., to Chicago absorbed b) 
defendants, regard was had only to outbound shipments 
and the Commission overlooked the fact that at Waterloo 
and Mason City a similar charge is absorbed on shipments 
of hogs inbound. 

The reasoning of the complainant upon the first 
ground of the petition is that if the fact of the average 
less distance under Austin of the Iowa points to Chicago 
being 100 miles was cause for lowering the Austin raté 
the showing that such average less distance is only 63 
miles should be justification for a further reduction. To 
render this conclusive would be to exclude from consid 
eration elements other than mileage and to assume that 
that was the chief if not the only factor prompting the 
finding of the Commission. It may, however, be taken 
into account if supported by other facts persuasive 0 
complainant’s contention. . 

Upon the second feature of the petition it appeal 
that an inbound switching charge on live hogs is a 
sorbed by the Chicago Great Western at Waterloo an‘ 
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by the Chicago, Milwaukee & St. Paul at Mason City, as 
well as the outbound charge on packing-house products. 
The plant at Waterloo is located on the tracks of the 
Illinois Central Railroad, and that at Mason City on the 
line of the Iowa Central. The unrefuted claim of the 
defendants is that these charges are ultimately equalized, 
being in the nature of reciprocal switching, and the 
service of one road practically balancing the similar 
service of the other. 


It is also charged that a~ burden has been imposed 
upon the complainant, due to a change in 1911 by the 
Western Trunk Line Committee in the classification of 
packing-house products, by which a number of articles 
included in that list. were eliminated and placed with 
fresh meats. While this classification applies to all alike, 
its significance to Austin lies in the fact that with the 
exception of Mason City the lowa points have flat rates; 
that is to say, the same rates on fresh meat and packing- 
house products. The showing is made that for the year 
1912 about 3,500,000 pounds moved from the Austin plant 
under the fresh-meat schedule, which but for the change 
in classification would have been shipped under the lower 
cured-meat rate. This presents an aspect not before con- 
sidered and one material to the complainant. In our 
review of the original record it was not our conclusion 
that Austin should take the Iowa rates, but our purpose 
was to so align the points as to bring about an equitable 
relation. Having prescribed what were then considered 
reasonable rates from Austin, the inquiry now is whether 
the evidence subsequently presented justifies a disturb- 
ance of those rates. We are of the opinion that it does 
not to the extent asked, but that cause has been shown 
for a modification of the conclusions heretofore an- 
nounced. It is our opinion that a further reduction of 
one-half cent per 100 pounds would be proper, and that 
just and reasonable rates for the future on fresh meat 
and packing-house products from Austin to Chicago should 
not exceed 18 and 16 cents per 100 pounds, respectively. 

We are further of opinion that the complainant has 
been damaged to the extent that charges collected on 
shipments of the commodities involved in this proceeding 
at the flat rate of 20 cents per 100 pounds at present in 
effect exceed charges which would have been paid at 
the rate found to be just and reasonable, and is entitled 
to an award of reparation in the amount of such excess 
charges. This case will be held open for an order as 
to reparation. The complainant will be expected to pre- 
pare a statement showing as to each shipment upon 
which reparation is claimed, the date of movement, point 
of origin, point of destination, route, weight, car number 
and initials, rate charged, and the amount of reparation 
claimed. This statement should be submitted, with the 
freight bills covering the same, to the defendants for 
verification by them. Upon receipt of a statement so 
prepared by complainant and verified by the defendants, 
together with the billing, the Commission will take the 
matter up with a view to the issuance of an order of 
reparation. 

The intervention of Swift & Co. has for its object 
the establishment of the Austin rates from South St. Paul 
to Chicago and the maintenance of the previously exist- 
ing parity. The former record, which dealt incidentally 
with the situation at South St. Paul, was incomplete. 
Contrary to the showing there made, competition be- 
tween that point and Austin is active, the number of 
cars moving from the plant of Swift & Co. for Chicago 


proper for the calendar year 1912 having been 2,576, or 
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38 per cent of the total business. Its shipments through 
Chicago of 1,078 cars of fresh and cured meats consti- 
tuted 17 per cent. Austin’s shipments to Chicago proper 
for the same period amounted to 23.91 per cent of its 
output and to Chicago destined beyond the Indiana-lIllinois 
state line 19.24 per cent. It is apparent from the record 
as a whole that there is a closer defined relationship 
between South St. Paul and Austin than between Austin 
and the Iowa points. This is in part evidenced by the 
fact that each draws the greater per cent of its raw 
product from the state of Minnesota on the state mileage 
scale of rates and that they have always been on the 
same basis on classes and commodities. fach has nat- 
ural advantages not possessed by the other, but which 
on final analysis are practically equalized. Austin is 
nearer the hog supply in Minnesota than is South St. 
Paul, while South St. Paul is served by many competing 
carriers and is on a through route of great density of 
traffic. The complainants minimize the benefit accruing 
to Austin by reason of its proximity to the hog supply 
and consequent lower inbound rates by statements in- 
tended to show that the average cost of hogs at Austin 
is about 6 cents per 100 pounds more than at South St. 
Paul. It is not clear what composes this cost, but it 
appears it is partly complainant’s necessity of maintain- 
ing purchasers in the field, while St. Paul buys at stock 
yards. Such a condition is incident to the respective 
geographical situations, which it is not the province of 
this Commission to equalize. Each is entitled to reason- 
able rates inbound and outbound, the latter of which 
we are here concerned with. It is true the distance 
from South St. Paul to Chicago is 53 miles over that 
from Austin, but if materially greater density of tonnage 
is an indication of lower cost of transportation the vari- 
ance in mileage is offset. In other words, if this was 
the only element to be considered and the mileage from 
both points to Chicago the same, South St. Paul would 
be entitled to a somewhat lower rate. 


Austin and South St. Paul have always been in the 
same group on classes and commodities, and with ref- 
erence to fresh and cured meats the original defendants 
have stated that the alignment was a proper one. While 
this may not be taken as an admission of the propriety 
of a reduction, it is indicative of the relationship with 
which the two points have been regarded with reference 
to Chicago. 


We conclude that the exaction from South St. Paul 
to Chicago of higher rates on fresh meat and packing- 
house products than are contemporaneously charged from 
Austin to Chicago constitutes unjust discrimination against 
South St. Paul, and that the parity heretofore existing 
between these points should be established by granting 
South St. Paul the rates prescribed from Austin to 
Chicago. 

The intervening petition of Swift & Co. is founded 
purely upon discrimination. However, no evidence was 
offered of damage as a result thereof. In order to re- 
cover under the act on account of discrimination, a party 
must show not merely the wrong of a carrier, but that 
that wrong has operated to its injury. 

Mere proof of specific shipments made and the 
freight paid and the amount for which reparation is 
sought does not make out a prima facie case when a 
discrimination in rate or service is the basis of the com- 
plaint. Presumption of damage will not be inferred, but 
proof must be made of such evidentiary facts as would 
be required to sustain such a recovery before a court of 
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law. New Orleans Board of Trade vs. I. C. R. R. Co., 29 
I. C. C., 32 [The Traffic World, Jan. 24, 1914, p. 162]. 
Reparation to intervene is denied. 


ORDER. 


It is further ordered, That said defendants, accord- 
ingly as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before July 1, 1914, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for 
a period of not less than two years after said July 1, 
1914. to maintain and apply to the transportation of 
fresh meat and packing-house products from Austin, 
Minn., to Chicago, Ill., rates not in excess of 18 cents 
and 16 cents per 100 pounds, respectively, with rules as 
to minimum carload weights and mixed shipments the 
same as those contemporaneously applied to similar traffic 
from Mason City, Waterloo, Marshalltown, Cedar Rapids 
and Ottumwa, Ia., to Chicago, Ill., the above-named rates 
having been found in said report to be reasonable. 

It is further ordered That said defendants, accord- 
ingly as they participate in the transportation, be, and 
they are hereby, notified and required to cease and desist, 
on or before July 1, 1914, and for a period of not less 
than two years thereafter to abstain, from charging, 
demanding, collecting, or receiving for the transportation 
of fresh meat and packing-house products in carloads 
from South St. Paul, Minn., to Chicago, Ill, any rates 
in excess of those contemporaneously in effect over their 
lines for the transportation of said commodities in car- 
loads from Austin, Minn., to Chicago, I]. 

And it is further ordered, That said defendants, ac- 
cordingly as they participate in the transportation, be, 
and they are hereby, notified and required to establish, 
on or before July 1, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after said 
July 1, 1914, to maintain and apply to the transportation 
of fresh meat and packing-house products in carloads 
from South St. Paul, Minn., to Chicago, Ill., rates which 
shall not exceed those contemporaneously in effect over 
their lines for the transportation of said commodities in 
carloads from Austin, Minn., to Chicago, III. 


RATES ON LUMBER 


1. AND S. NO. 330 (30 I. C. C., 111-114) 
LUMBER RATES FROM NORTH PACIFIC COAST 
POINTS. 


Submitted March 11, 1914. Decided April 6, 1914. 


The proposed cancellation of through rates on lumber and other 
forest products from points on the lines of the Oregon- 
Washington R. R. & Navigation Co. to points on or east 
of the Missouri River via Plummer, Idaho, in connection 
with the Chicago, Milwaukee & St. Paul Ry., not found un- 
reasonable... The respondents will be expected to so amend 
their tariffs as to maintain through rates via the Plummer 
gateway to points to which such rates are now lower than 
those applicable via the route through Council Bluffs, Ia., 
after which the order of suspension will be vacated. 


W. A. Robbins, A. C. Spencer, P. L. Williams, N. H. 
Loomis and H. A. Scandrett for respondents. 

Joseph N. Teal for Eastern Oregon Lumber Pro- 
ducers’ Association, protestant. 

Clyde B. Aitchison, for Railroad Commission of Ore- 
zon, protestant. 
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Report of the Commission. 


CLEMENTS, Commissioner: 

This proceeding in effect is suppleméntal to that in 
Lumber Rates From Oregon and Washinfton to Eastern 
Points, 29 I. C. C., 609 [The Traffic World, March 21, 
1914, p. 574], each being the result of attempts by the 
Union Pacific system to so limit the application of through 
rates from points on the lines of the Oregon-Washington 
Railroad & Navigation Co., hereinafter referred to as 
the Oregon-Washington Railroad, to destinations on or 
east of the Missouri River as to secure to its lines the 
longest practicable haul; also to cancel through rates 
on forest products from points in the Northwest on lines 
other than its own. 

The tariffs involved in this proceeding, the operation 
of which has been suspended by appropriate orders until 
Aug. 28, 1914, are as follows: R. H. Countiss, agent, 
supplements Nos. 24 and 26 to I. C. C. No. 959; supple- 
ments Nos. 7 and 8 to I. C. C. No. 967; supplements Nos. 
9 and 10 te I. C. C. No. 968, and supplement No. 14 to 
I. C. C. No. 969. All except the last stated provide for 
the cancellation of through rates to the East on lumber 
and other forest products via Plummer, Ida., in conec- 
tion with the Chicago, Milwaukee & St. Paul Railway. 
The exception cancels rates on the same commodities 
from points on the Idaho & Western and Idaho & Wash- 
ington Northern railways and will be considered sep 
arately. 

The Chicago, Milwaukee & St. Paul neither pro 
tested the cancellations nor entered appearance at the 
hearing. 

The Plummer Gateway. 

The main line of the Oregon-Washington Railroad 
runs south from Seattle, Wash., through Tacoma to Port- 
land, Ore., thence east along the south bank of the Co- 
lumbia River to Umatilla, Ore., thence southeast to Hunt- 
ington, Ore., at which point it connects with the Oregon 
Short Line Railroad. The latter connects with the Union 
Pacific Railroad at Granger, Wyo., the three lines forming 
a through route between the Pacific coast and the Mis- 
souri River. From Umatilla and Pendleton, Ore.—the lat- 
ter being intermediate Umatilla and Huntington, 44 miles 
from the former and 173 miles from the latter—lines of 
the Oregon-Washington Railroad run northeast and serve 
eastern Washington and northern Idaho. At Plummer, 
Ida., a point 218 miles northeast of Pendleton, the Oregon 
Washington Railroad connects with the Chicago, Mil 
waukee & St. Paul. 

Through rates on lumber and other forest products 
from points on the Oregon-Washington Railroad to eastern 
destinations are now applicable either via the lines of 
the Union Pacific to Council Bluffs, Ia., or through Plum- 
mer in connection with the Chicago, Milwaukee & St. 
Paul. The suspended tariffs seek to limit the application 
to the former routes of rates on these commodities from 
points on the Oregon-Washington Railroad to destinations 
on, south, or east of the line of the Chicago, Milwaukee 
& St. Paul from Omaha, Neb., to Chicago IIl., except 


. those applying via lake-and-rail through Duluth, Minn. 


or Lake Michigan ports north of Chicago; also from 
points on the Oregon-Washington Railroad east of Pendle 
ton, Ore., to destinations on or east of the line of the 
Chicago, Milwaukee & St. Paul from Duluth through 
Minneapolis, Minn., to Mason City, Ia., thence west to 
Spencer, Ia., and southeast to Des Moines, Ia. The effect 
of this would be to increase rates to a number of points 
on or east of the Duluth-Des Moines line but it was 


Te 
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explained that this was not the intention; that with but 
few exceptions rates from points east of Pendleton to 
points on or south of a line composed of the Chicago, 
St. Paul, Minneapolis & Omaha Railway from Sioux City, 
Ia., to Miloma, Ia., and the Chicago Milwaukee & St. Paul 
thence to Milwaukee Wis., are the same via the two 
routes, and that the respondents are willing to so amend 
their tariffs that the rates which are lower via Plummer 
than via Council Bluffs will be maintained. 

Upon completion of its line to the Pacific coast the 
Chicago, Milwaukee & St. Paul did not at once become 
a member of the Transcontinental Freight Bureau, but 
published individual tariffs, which named rates to the 
East, applicable via Plummer, on forest products from 
points on the Oregon-Washington Railroad. Subsequently 
these rates were included in tariffs issued by agent 
Countiss, of that bureau, those from points east of Pendle- 
ton to points on or east of the Duluth-Des Moines line 
being made applicable via Plummer, it is stated, con- 
trary to instructions, as it was then the desire of the 
Union Pacific to limit the application of rates on this 
traffic to the Council Bluffs gateway. 

As stated, the object of the principal respondent in 
publishing the suspended tariffs was -to secure to its 
lines the longest practicable haul on traffic originating 
on its system instead of a relatively short one, and thus 
to conserve its revenues. The comparative distances via 
the two routes are not definitely indicated of record, but 
the distances to Chicago are approximately 1,845 miles 
from Plummer and 1,887 miles from Huntington. From 
Pendleton the distances to Chicago are therefore 2,063 
miles via Plummer and 2,060 miles via Council Bluffs. 


The protestants, who, with the exception of the 
railroad commission of Washington, are manufacturers 
of forest products in eastern Oregon, contend that the 
effect of the suspended tariffs would be to deprive them 
of the benefits of competition, and that with but one 
route available there will not be the same incentive to 
afford prompt service. It appears that no difficulty in 
securing cars has been experienced by protestants except 
during the heavy movement of grain in the fall. There 
was testimony as to an offer of equipment during one 
period of car shortage by the Chicago, Milwaukee & St. 
Paul for shipments of lumber from points on the Oregon- 
Washington Railroad east of Pendleton, but in view of 
the fact that ‘car shortage is general throughout this 
section during the heavy movement of grain it appears 
doubtful that the maintenance of the route thrgugh Plum- 
mer would afford any substantial relief in this respect. 
About 1 per cent of protestants’ output now moves via 
Plummer. 

The Union Pacific Railroad Co. owns all of the stock 
of the Oregon Short Line Railroad, and the latter owns 
all but a few shares of the stock of the Oregon-Washington 
Railroad. It is here contended by respondents, as it was 
in Lumber Rates From Oregon and Washington to Hast- 
ern Points, supra, that these lines constitute one system 
under one control and management and that the provision 
of section 15 that— 


in establishing such through route, the Commission shall not 
require any company, without its consent, to embrace in such 
route substantially less than the entire length of its railroad 
and of any intermediate railroad operated in conjunction and 
under a common management or control therewith which lies 
between the termini of such proposed through route, unless to 
do so would make such through route umreasonably long as 
compared with another practicable through route which could 
otherwise be established 


applies to that system as a whole. 
Were the question before us that of the establish- 
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ment in the first instance of the route via Plummer, it 
is manifest that our conclusion would be that there is 
in existence a reasonable, satisfactory through route and 
that no justification appears for requiring the initial line, 
a component part of the Union Pacific system, to give 
this long-haul traffic to a competing line within a com- 
paratively short distance of its origin. The burden of 
justifying the cancellation, which results in increases via 
the Plummer gateway to the extent of the difference 
between the existing through rates and the combinations 
of local rates, is upon the respondents, but upon con- 
sideration of all of the facts of record we are not of 
opinion that they should be required to maintain through 
rates on forest products via that gateway to the points 
involved to which the rates are not higher via Council 
Bluffs. 

Rates From Points on the idaho & Washington Northern 

and Idaho & Western Railways. 


From Metaline Falls, a point in northeastern Wash- 
ington near the Canadian line, the Idaho & Washington 
Northern runs south a distance of 113 miles to Spear, 
Wash., at which point it now connects with the Chicago, 
Milwaukee & St. Paul. Through rates to the East on 
lumber and other forest products from points on the line 
first named, also from points on the Idaho & Western, 
now a part of the Chicago, Milwaukee & St. Paul, through 
error were made applicable via Huntington and Council 
Bluffs, this doubtless being due to the fact that prior 
to the extension of the Chicago, Milwaukee & St. Paul 
to Spear, the Oregon-Washington Railroad performed a 
short connecting service between the two lines, from 
Spear to Plummer. The tariff connecting this error was 
issued before the effective date of the one carrying it. 
The cancellation proposed, therefore, would not deprive 
shippers of the benefit of any route or rates enjoyed in 
the past. 

The respondents will be expected to amend their 
tariffs in accordance with their suggestions, after which 
the order of suspension will be vacated. 


FIBER BOX INTERESTS WIN 


(30 I. C. C., 117-134) 
VS. SOUTHERN PACIFIC CO. 
ET AL. 


Submitted Oct. 9, 1913. Decided April 6, 1914. 


l. There are no transportation differences between the move- 
ment of suitable commodities from California terminals 
eastbound in wood and in fiber, and defendants’ rule lim- 
iting the application of commodity rates to articles shipped 
in boxes ‘“‘made entirely of wood or wood and metal’’ found 
to be unreasonable and unjustly discriminatory. 

2. While the fiber box is being accepted by carriers in other 
territories for the transportation of some articles which do 
not carry safely therein, the Commission cannot on this 
record undertake to indicate the commodities which should 
be denied transportation in such containers. 

3. The classification rules with respect to the construction, 
packing and sealing of fiber boxes should be rigidly enforced 
and the shipper held responsible for any violation thereof. 

4. The opinion expressed that some restrictions should be placed 
by the carriers upon wooden containers. 


CASE NO. 5273 
R. W. PRIDHAM CO. 


Loeb & Loeb for complainant. 

H. A. Scandrett, C. W. Durbrow and G. D. Squires 
for Southern Pacific Co., Union Pacific Railroad Co. and 
Chicago & Northwestern Railway Co. 

A. S. Halsted for San Pedro, Los Angeles & Salt Lake 
Railroad Co. 

E. W. Camp and U. T. Clotfelter for Atchison, Topeka 
& Santa Fe Railway Co. 

J. G. Wilson for Southern Pacific Co. 

D. P. Connell, James Webster and A. E. Hueneryager 





; 
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: 
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for Lake Shore & Michigan Southern Railway Co. and 
New York Central & Hudson River Railroad Co. 

James Stillwell for Pennsylvania Co. 

F. P. Eyman and A. F. Cleveland for Chicago & 
Northwestern Railway Co. 

M. F. Gallagher, Charles L. Brown and D. P. Murphy 
for lumber and wooden box interests. 

L. M. Walter and K. I. Herman for Fiber Shipping 
Container Association. 

W. E. Lamb and J. S. McMahon for Corrugated Fiber 
Manufacturers’ Association. 


Report of the Commission. 


McCHORD, Commissioner: 

In their eastbound transcontinental tariff defendants 
prescribe commodity rates upon various articles moving 
from California terminals in boxes “made entirely of 
wood or wood and metal.” Similar articles shipped in 
fiber boxes must pay the class rates, which in some in- 
stamces are as much as 400 per cent in excess of the 
commodity rates. The higher rates on goods shipped in 
fiber and defendants’ tariff rule or regulation from which 
these higher rates result, complainant, a paper-box manu- 
facturer at Los Angeles, Cal., attacks as unreasonable 
and unjustly discriminatory. Interventions in support of 
the complaint have been filed by associations of fiber-box 
manufacturers, while the lumber and wooden-box interests 
have intervened in opposition to the prayer of the com- 
plaint. 

The fiber boards of which these boxes are made con- 
sist of not less than three layers of paper, the outer 
layer being waterproofed. The corrugated fiber board 
differs from the solid fiber board in that the middle layer 
is corrugated. Except as otherwise indicated herein, we 
shall use the term fiber box as descriptive of boxes made 
of either the solid or the corrugated board. 

This package is of recent origin and was unknown 
prior to 1905. Boxes made of lighter fiber surrounded 
by wooden frames had made their appearance earlier, but 
they are not here involved and will not be discussed. 
In 1906 the fiber box had found a limited use and was 
accepted. by the Western Classification Committee with 
few restrictions. In 1907 the same committee revised 
its rules to provide certain specifications as to quality 
and strength of the package. The Official Classification 
Committee followed with virtually the same requirements 
as the Western, while the Southern Classification Com- 
mittee would only receive the fiber box for a few com- 
modities, and only then at 110 per cent of the rates upon 
the same commodities in wooden boxes. After many 
conferences between the classification officials and the 
fiber-box manufacturers a uniform rule was adopted in 
1909 and, except for minor variations in phraseology, 
published in the three principal classifications. The one 
carried in Western Classification appears in the appendix 
to this report. The substance of this rule is that the 
ratings on articles in wooden boxes will apply on the 
same articles in fiber board, pulp board or double-faced 
corrugated strawboard boxes, with or without wooden 
frames, provided certain requirements and specifications 
are complied with; otherwise the rates on articles in fiber 
will be increased 20 per cent. The rule then sets forth 
specifications as to the thickness and strength of the 
fiber board, the dimensions and weight limits of the pack- 
age, and the manner in which it must be packed and 
sealed. For the heaviest type of fiber board prescribed 
the weight limit is 90 pounds, 

No departure from this rule is made in any com- 
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modity tariff except the one naming commodity rates 
eastbound from California terminals. In that tariff the 
commodity rates on articles packed in boxes apply only 
on boxes “made entirely of wood or wood and metal 
completely enclosing the contents.” By thus omitting 
the fiber package from their definition of “boxes,” de- 
fendants have intentionally precluded the application of 
commodity rates to shipments in fiber boxes, leaving only 
the class rates to be charged upon goods in such con- 
tainers. Illustrative of the operation of this rule are 
the following rates upon the same commodities in wood 
and in fiber, transported from California terminals to the 
East: 


Carload. Less than Carload. 

Commodity. In fiber. In wood. In fiber. In wood. 
Dried fruits ..i.i.’. Oia awd se bene $1.10 $2.65 $2.20 
Canned goods ettb tes oumtemt 1.90 .85 2.25 2.25 
Olives and olive oil ............. 3.70 1.00 3.70 1.50 
California wines, not champagne 3.70 75 3.70 3.70 


Prior to Aug. 19, 1912, rates were named on olives 
and olive oil “in packages” which permitted their ship 
ment in fiber boxes. With this exception these defend- 
ants have never extended commodity rates to articles 
shipped eastbound in fiber packages. ‘The same carriers 
do apply commodity rates on articles so packed and 
moving westbound. From north Pacific coast points there 
is only the usual classification restriction on the fiber 
package moving either east or west under commodity 
rates. 

Complainant has been engaged in the manufacture 
of paper boxes on the Pacific coast for many years. Re- 
cently it contemplated making fiber-board boxes, but, 
knowing the tariff restrictions against such containers, it 
took up with the terminal lines the question of including 
fiber boxes in the commodity tariff description of “boxes.” 
Such assurance from these roads was received that com- 
plainant began the enlargement of its plant and actually 
purchased about $25,000 worth of additional machinery. 
Noting no change in the situation, complainant conferred 
repeatedly with the traffic officials of the western roads, 
who finally intimated that their non-action was due to their 
fear of incurring the displeasure of the lumber and 
wooden-box manufacturers. It was testified, and not con 
tradicted, that these roads suggested to complainant that 
it confer with the lumber interests and that they endeavor 
to agree for what commodities the carriers might permit 
the use of the fiber box. This suggestion was not acted 
upon by complainant. It seems, therefore, that the west- 
ern roads are not in reality hostile to the fiber package 
but have felt constrained to yield to the influence of the 
lumber interests, whose tonnage from the Pacific coast 
is no mean item. It is true that both the Southern Pacific 
Co. and the Atchison, Topeka & Santa Fe Railway have 
enormous timber holdings in the West, but it is not shown 
that this interest affected their treatment of the fiber box. 

The testimony in this case is most voluminous, com 
prising some 4,000 pages, to say nothing of volumes of 
exhibits, introduced chiefly by the interveners. Wher! 
the case came on for hearing some of the lumber interest 
intervened and were followed by the solid fiber-box manu 
facturers. Then came the intervention of the corrugated 
box makers and finally the remainder of the lumber in 
terests of practically the entire United States. The com 
plainant sought only to have incorporated in the east 
bound commodity tariff a rule similar to that carried i! 
all of the classifications. The intervening fiber-box manu 
facturers lent their aid to complainant and sought a' 
least to retain the existing rules obtaining in other ter 
ritories. The lumber and wooden-box interests not on! 





~ ma 


~ 


of 
ty 


co 












May 9, 1914 


opposed the complaint, but attempted to show why the 
existing classification rules should be amended so as 
practically to eliminate the fiber package as a shipping 
container. As a result of this conflict of interests the 
case lost its original aspect and has been so presented 
that the record contains all available information respect- 
ing the relative merits of the wood and the fiber package 
as containers of freight transported throughout the United 
This mass of testimony, however, in nowise 
enlarges the original issue, and we have for determina- 
tion only the question of whether or not the rule in 
defendants’ eastbound commodity tariff is unreasonable 


States. 


or unjustly discriminatory. 

If unjust discrimination exists, it must be found in 
the practice of these defendants as applied to the trans- 
portation of like commodities between the same or similar 
points and under substantially similar conditions. What 
these defendants provide with respect to westbound traffic 
or what rules apply in other territories are material in 
determining the reasonableness rather than the discrimi- 
effect of the rule here attacked. There is no 
question that the fiber-box manufacturer and the wooden- 
box manufacturer are in active competition, nor can it be 
denied that the shippers using either of these containers 
are competitors. If, then, the fiber box is capable of 
carrying a given commodity from the Pacific coast to an 
eastern destination as safely as the wooden package, the 
existing rule unjustly discriminates against the fiber 
package, the manufacturer. and user thereof, as well as 
the commodities shipped therein. Testimony was offered 
by both fiber and wooden box manufacturers, by shippers 
using both containers, and by freight handlers who load 
unload both Each class of box manufac- 
turer contended for the superiority of its product, while 
the testimony of the remaining witnesses was most con- 
flicting. 


natory 


and packages. 


It is as impossible as it is unnecessary in this 
report to discuss in detail the opinions and experiences 
of all of the witnesses. Some of the largest manufac- 
turing depend entirely upon the fiber box for 
for the shipment of many of their commodities, and their 
experience with this container during the last several 
years has been so satisfactory as, in their opinion, to 
warrant them in continuing its use. Very few instances 
were cited of shippers abandoning the fiber box after it 
had once been employed. Many shippers testified to the 
reduction in their.loss and damage claims since they had 
adopted the fiber container. It was intimated by the 
wooden-box manufacturers that for much of the loss and 
damage occurring to goods moving in fiber claims were 
not filed. We appreciate that the most reliable informa- 
tion as to and damage would be that which the 
carriers themselves might furnish, but their records have 
not been kept in such manner as to justify a reasonable 
conelusion as to the relative damage occurring to goods 
shipped in wood and in fiber boxes of the 
In most instances the billing describes the shipment as 
SO many “cases,” and as the same description is used 
in “over, short and damage” reports, it is impossible to 
determine whether the shipment was in wood or in fiber, 
though many witnesses attempted to supply this defi- 
ciency by conjecture. The number of packages damaged 
is not enlightening, unless the total number shipped be 
known, for only by such a comparison can we attain any 
sense of proportion. The wooden-box interests, after the 
hearing, caused to be kept by the railroads at a number 
of points and later filed with the Commission, a record 
of packages handled during one week, and, while many 


concerns 


loss 


same size. 
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of these statements show damage to a greater percentage 
of fiber than of wooden packages, the information is 
not persuasive, because of the short period employed and 
the lack of competent testimony as to the nature and 
extent of the damage. Furthermore, these statements 
deal with “wooden packages,’ which doubtless include 
boxes carrying many hundred pounds, and may also in- 
clude barrels and crates. 

Among the freight handlers the most marked dif- 
ference of opinion existed, some believing that there was 
no difference in the carrying qualities of the wood and the 
fiber, others stating that some fiber packages can with- 
stand rougher handling than the wood, while still others 
gave it as their opinion that the fiber box should not 
be tolerated. Much was said about the alleged “preferred 
handling” accorded fiber packages, and again opinions 
were divided. Photographs were introduced by both fac- 
tions showing damage to packages both wood and fiber 
in the carriers’ warehouses, in cars, and in stock rooms. 
Extreme examples of defective fiber packages were in- 
stanced by the wooden interests, the fiber advocates re- 
taliating with illustrations of derelict wooden boxes. 
Such evidence, however, proves little, for the treatment 
accorded the box, its condition at the time of shipment, 
or the real cause of the damage was not shown. This 
much did appear. Many of the fiber packages exceeded 
the weight and dimension limits prescribed in the classi- 
fication and violated as well the requirement as to sealing. 
Whether such shipments were charged the 120 per cent 
rate we are not advised.. It is a further fact that some 
commodities are being transported in fiber which should 
not be accepted by the carriers. While we are not called 
upon to pass upon the relative merits of the solid fiber 
and the corrugated fiber box, we think it proper to state 
that the majority of the faulty fiber packages, physically 
or photographically displayed, were made of corrugated 
board. Whether this is due to a more extensive use 
of the corrugated’ box or to the greater variety of com- 
modities shipped therein, we do not know. It is a fact 
that with many shippers using either style of fiber box 
the classification rule as to packing and sealing is hon- 
ored principally in the breach. 


Because of lack of material with which to make re- 
pairs, recoopering the fiber package occasions the carrier 
more difficulty than the damaged wooden box, for in the 
latter case lumber and nails are readily available. There 
is no reason, however, why a supply of material suitable 
for fiber-box repairing could not be kept on hand. Prac- 
tically any package used in freight transportation is sus- 
ceptible to pilferage. In the fiber box, properly sealed, 
this susceptibility is no greater than in the wooden box. 
In addition, the fiber box presents an advantage in that 
the pilfering injures the package to such an extent as 
to render the theft readily. apparent. The wooden box, 
on the other hand, may be renailed and the loss escape 
detection. 

From the testimony of all the witnesses we are able 
to conclude that for many commodities the fiber box 
constructed, packed and sealed in accordance with the 
present classification rules will carry as well as the 
wooden package. Recognizing, then, no transportation 
difference between the movement of suitable commodities 
from the Pacific coast eastbound in wood and in fiber, 
we are of the opinion that defendants’ rule limiting the 
term “boxes’’ to those constructed entirely of wood or 
of wood and metal is unjustly discriminatory. Comparing 
that rule with the rules obtaining in Western, Official 
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and Southern classifications, and with the rules applicable 
to commodities westbound and to commodities eastbound 
from the north Pacific coast terminals and considering 
the carrying qualities of the fiber box as above found, 
we are further of the opinion that defendants’ rule is 
unreasonable. 

None of the carriers prescribes any specifications for 
wooden boxes, and under existing practices any package 
made of wood completely enclosing the contents, be it 
only one-sixteenth-inch veneer, is regarded aS a box. We 
appreciate the difficulty of prescribing specifications for 
wooden containers to meet all emergencies, and we under- 
stand that this question has been discussed by the wooden- 
box makers and the carriers. We think it a situation to 
which attention might well be directed, to the end that 
some restriction will be placed upon the insecure wooden 
container. 


At this time it is not only inadvisable but impossible 
for this Commission to indicate what articles should not 
be accepted for transportation in fiber boxes, though we 
are convinced of the necessity for the elimination of some 
of the commodities now carried. This matter should be 
worked out by the carriers and the shippers. There is 
no reason for any different practice on eastbound trans- 
continental traffic than on traffic moving in other terri- 
tories, and defendants will be required to amend the 
rule regarding boxes in their commodity tariff so that 
it will conform to the rule in effect in Western Classifi- 
cation. 


It is contended by the wooden-box manufacturers that 
the present classification rule as to fiber boxes is too 
technical to be applied by the railroad employes; that 
it is in reality box makers’ specifications which it is 
impossible for the carriers to enforce, and that, there- 
fore, the entire rule should be rescinded and the fiber box 
rejected. Similar rules, however, have already been pre- 
scribed by this Commission in its “Regulations for the 
Transportation of Dangerous Articles, Other than Explo- 
sives, by Freight.” It is, of course, impossible for the 
carrier to determine whether a sealed fiber package is 
constructed of material of the quality prescribed, and 
it is also difficult at all times to assure itself that the 
flaps constituting the top of the box are sealed over 
their entire surface of contact. Any defect in the con- 
struction of the box is the fault of the box maker, while 
imperfect sealing is attributable to the shipper. The car- 
riers require that the box be stamped with a certificate 
of the box maker, giving the dimensions and strength of 
the fiber board and the weight limit of the package. It 
should not be difficult for carriers to obtain from shippers 
at intervals specimens of the boxes they are using and 
in this way to satisfy themselves as to whether or not 
the box is of proper construction. There is, of course, no 
privity between the box maker and the carrier, and it 
might be difficult directly to penalize him for the manu- 
facture of a box not meeting the requirements. Fre- 
quently the box manufacturer may be called upon to con- 
struct a package for express or other than freight service, 
which package is lighter and less secure than that made 
for freight shipments. If the shipper undertook to use the 
lighter container for freight shipments it would be unfair 
to hold the box maker responsible. The classification 
does require that on his bill of lading the shipper certify 
that the box tendered conforms to the classification rules, 
and it is only by a rigid and inflexible enforcement of 
this requirement that the classification rule may be en- 
forced. We realize that the jobber distributes his goods 
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in the original package and has no personal knowledges 
of the construction or sealing of the box, but if he is te 
be thereby relieved of all liability the rule fails of it: 
purpose because with his outbound shipment the origina! 
consignor has no connection, and it would be very diffi 
cult to secure a conviction of the original shipper for 
false billing by proof of the defective condition of the 
package on its reshipment. 

We are not prepared to say that some provision is 
not necessary to take care of instances that may arisé 
through the shipper’s inadvertence, but the penalty of 
20 per cent applied on commodities moving in fiber boxes 
which do not conform to the classification rules should 
not be permitted to modify the usual classification rul¢ 
that all packages must be such as will safely and secure! 
transport the commodity contained. 

An order in accordance with our findings herein wil! 
be issued. 





ORDER. 


It is ordered, That the above-named defendants be 
and they are hereby, notified and required to cease and 
desist, on or before July 1, 1914, and for a period of not 
less than two years thereafter to abstain, from maintain 
ing the rule now carried as rule 17 (B) in Transconti 
nental Freight Bureau Eastbound Tariff, I. C. C. No. 978 
so long as they do not carry-in such tariff a rule similar 
to rule 42, now carried in Western Classification No. 52 
I. C. C. No. 10, with respect to commodities moving in 
fiber board, pulp board or double-faced corrugated straw 
board boxes. 


It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before July 1, 1914, upon notice to the Interstate Com 
merce Commission and to the general public by not less 
than thirty days’ filing and posting in the manner pr: 
scribed by section 6 of the Act to regulate commerce, and 
for a period of not less than two years after said July 
1, 1914, to maintain and apply to the transportation 
commodities moving in fiber-board, pulp-board, or double 
faced corrugated strawboard boxes from California te! 
minals eastbound, a rule similar to the rule now carried 
as rule No. 42 in Western Classification No. 52, I. C. | 
No. 10. 


LIME AND PLASTER RATES 


CASE NO. 5991 (30 I. C. C., 135-13 

PACIFIC. COAST GYPSUM CO. ET AL. VS. OREGON 
WASHINGTON RAILROAD & NAVIGATION CO. F171 
AL. 


Submitted March 13, 1914. Decided April 6, 1914 


Rates on lime and plaster from Seattle and Tacoma. Wash., 
Portland, Ore., not found to be unjustly discriminatory, 
compared with rates from Lime and Gypsum, Ore., 
Portland and Puget Sound points, but the existence of rates 
eastbound in some instances twice as high as those 
substantially the same distances westbound not found 


be justified. The Oregon-Washington R. R. & Navigatio! 
Co. will be expected to revise its rates from Seattle a 
Tacoma to points on its lines east of Portland. 


Grosscup & Lee and S. J. Wettrick for complainan's 

O. O. Calderhead and S. V. Carey for Public Service 
Commission of Washington, intervener. 

Joseph N. Teal and Robert J. Tracewell for Pacific 
Lime & Gypsum Co., intervener. 

S. A. Walker for Acme Cement Co., intervener. 

A. C. Spencer, W. A. Robbins, P. L. Williams and 
H. A. Scandrett for defendants. 
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Report of the Commission. 


CLEMENTS, Commissioner: 

The complainants in this case are manufacturers of 
lime, plaster, and plaster products on or near Puget Sound. 
The public service commission of Washington intervened 
in their behalf and the Pacific Lime & Gypsum Co., which 
manufactures the commodities named at Lime and Gyp 
sum, Ore., in behalf of the defendants. 

The principal issue is that of unjust discrimination 
and is based on the existence of a higher scale of rates 
and a more restricted mixing privilege on lime,. plaster 
and plaster products from Seattle and Tacoma, Wash., 
to points in Oregon, eastern Washington and Idaho on 
the lines of the Oregon-Washington Railroad & Navigation 
Co., Camas Prairie Railroad, and Oregon Short Line Rail- 
road, than from Lime and Gypsum, Ore., to Portland, 
Ore., and other consuming points in the Northwest. The 
rates from Seattle and Tacoma are also alleged to be 
unreasonable in themselves. The testimony referred 
principally to Portland said by complainants to be the 
largest and most attractive market for the commodities 
named in the Northwest. 

Only the carriers stated are made defendants, and 
their defense is that competition at Puget Sound points 
and at Portland and the preponderance of the empty-car 
movement from. Huntington, Ore., westbound, justify the 
lower basis of rates from Lime and Gypsum. 

The Pacific Coast Gypsum Co. is engaged in the 
manufacture of plaster and plaster products at Tacoma, 
gypsum rock being brought by water from Alaska. The 
ther complainants are manufacturers of lime, and with 
one exception their plants are located on San Juan and 
Oreas Islands, about 75 miles north of Seattle. The plant 
of the International Lime Co. is at Limestone, Wash., a 
point on the Bellingham & Northern Railway, 32 miles 
northeast of Bellingham, Wash., the latter being 97 miles 
north of Seattle. 


From Seattle the line of the Oregon-Washington Rail- 
road & Navigation Co., hereinafter referred to asthe 
Oregon-Washington Railroad, runs south through Tacoma 
to Portland, 180. miles, thence east along the south bank 
of the Columbia River to Umatilla, Ore., 187 miles, thence 
southeast to Huntington, at which point it connects with 
the Oregon Short Line, 217 miles.. Lime is intermediate 
to and 4 miles less distant than Huntington from Port- 
land, and Gypsum is 7 miles from Huntington on a branch 
of the Oregon Short Line running northeast from the 
latter point. From Umatilla and Pendleton, Ore., the 
latter being 44 miles southeast of the former on the 
line to Huntington, lines of the Oregon-Washington Rail- 
road run northeast and serve the southeastern corner 
of Washington and northern Idaho, Spokane being the 
most northern point in eastern Washington reached. 

The line of the Oregon-Washington Railroad from 
Seattle to Portland is but 5 miles shorter than the line 
between those points operated jointly by the Great North- 
ern and Northern Pacific railways. The Great Northern 
is the short line from the Puget Sound points to Spokane, 
the haul being intrastate and from Seattle approximately 
340 miles. The line of the Oregon Washington Railroad 
between those points is longer by about 270 miles. 

The rate on lime from Seattle and Tacoma to Port- 
land is 10 cents per 100 pounds, minimum 40,000 pounds. 
It appears, however, that lime is not manufactured at 
either of these points, but is shipped from San Juan and 
Orcas Islands to Portland upon a through rate, which 
8 not before us, of 13% cents per 100 pounds, minimum 
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50,000 pounds. Of this rate the water carriers, one of 
which is owned by the Roche Harbor Lime Co., a com- 
plainant herein, receive as their proportion their local 
rate of 5 cents to Puget Sound points. The rail lines 
absorb wharfage charges of 2% cents per 100 pounds, 
and the Oregon-Washington Railroad, which has no 
wharves at either Seattle or Tacoma, absorbs in addition 
switching charges of $3 per car. 


Tacoma is the only Puget Sound point at which plas- 
ter is manufactured, and the local rate to Portland is 7% 
cents per 100 pounds, minimum 60,000 pounds. The rate 
on mixed carloads of lime and plaster from Tacoma and 
Seattle to Portland is 14 cents per 100 pounds, minimum 
30,000 pounds. 

With but few exceptions the rates from Seattle and 
Tacoma to the destinations involved are the same, the 
rates on plaster usually being higher than those on lime, 
but being applicable on cement, except mortar color, 
stucco, plaster, including adamant plaster, and roofing 
pitch, in straight or mixed carloads or in carloads with 
lime. The minimum generally applicable on both lime 
and plaster is 30,000 pounds. 

The rates from Lime and Gypsum are the same, and 
cars originating at the latter may be stopped without 
extra charge at the former to complete loading. The 
tariffs carrying rates from these points to the west name 
18 commodities which may be shipped in straight or 
mixed carloads, but it is contended by the defendants 
and the manufacturers located at those points that but 
three commodities are embraced—lime, plaster and gyp- 
sum tile for fireproofing. The defendants, however, have 
agreed to establish this mixing privilege from Seattle 
and Tacoma in connection with the rates applicable from 
those points on plaster and the minima applicable from 
Lime and Gypsum, and in addition to make this privi- 
lege applicable in connection with the rate of 10 cents 
from the Puget Sound points to Portland. 

Optional rates are published from Lime and Gypsum 
to Tacoma, Seattle and other points on the lines of the 
Oregon-Washingten Railroad north of Portland—i7% 
cents, minimum 60,000 pounds, and 15 cents, minimum 
marked capacity of car, but not less than 80,000 pounds, 
the latter rate together with the present mixing privilege, 
having been established in April, 1913. The rate to Pendle- 
ton, 169 miles from Lime, of 12% cents per 100 pounds, 
is blanketed 230 miles to and including Portland, and 
251 miles to and including Spokane. The minimum gen- 
erally applicable from Lime and Gypsum is 60,000 pounds, 
or twice that from Seattle and Tacoma. 

The application of the 12%-cent rate from Lime and 
Gypsum to Portland as maximum to intermediate points 
results in lower rates to points east of Portland than 
apply from Seattle and Tacoma, in some cases for longer 
distances. For instance, The Dalles and Arlington, Ore., 
points 312 and 258 miles from Lime and 230 and 284 
miles, respectively, from Tacoma, are included in the 
blanket referred to, whereas from Seattle and Tacoma 
the rates are 14 and 18 cents on lime and 17 and 22 
cents, respectively, on plaster. The complainants point 
to the fact that the rate on lime from Seattle and Ta- 
coma to Huntington is 31 cents, while the rate in the 
reverse direction for substantially the same haul is 15 
cents. This great disparity is due partly to the fact 
that, owing to competition at the western termini, the 
rates are blanketed for long distances, while eastbound 
they increase with the distance. In making these com- 
parisons it should be borne in mind, however, that the 
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distance from Seattle is 38 miles greater than that from 
Tacoma, while Gypsum is but 11 miles beyond Lime. 


Between Portland and Umatilla there are four 
branches of the Oregon-Washington Railroad extending 


south into Oregon. Rates from the Puget Sound points 
to the southern termini of three of them exceed the rates 
to the main-line junction points -by amounts not greater 
than the differences between similar rates from the Ore- 
gon plants. To Bend, Ore., the terminus of the fourth 
branch, which runs from Sherman, 106 miles east of 
Portland, the rates from Seattle and Tacoma are 31 cents 
on lime and 37% cents on plaster, or 16 and 20% cents, 
respectively, higher than the rates to Sherman, whereas, 
the rate from Lime and Gypsum to Bend is 20 cents, or 
but 7% cents higher than the Sherman rate. Bend is 440 
miles from Lime and 395 miles from Tacoma; it is 147 
miles from Sherman. 

The rate to Spokane from the Puget Sound points is 
24 cents on lime and 30 cents on plaster. It does not 
appear, however, that the complainants have sub- 
stantial interest in these rates, as they expressed no dis- 
satisfaction with the rate of 20 cents on lime to Wenatchee, 
Wash., a Northern 174 miles from 


any 


point on the Great 


Tacoma and taking the same rate from Spokane, a dis- 
tance of 206 miles. The rate on lime and plaster to 
Spokane from Great Falls, Mont., is 15 cents and the 


mixing privileges are the same as those from intervener’s 
mills. The present 12% cents from Lime and 
Gypsum was established, it is stated, to enable the plants 
at those points to enter the Spokane market. 

As stated, most of the lime manufactured by com- 
plainants is brought to Puget Sound points by water 
at a rate cents per 100 pounds. This commodity 
is also brought by water from Blubber Bay and other 
British Columbia. Plaster is likewise shipped 
Puget Sound points from Tacoma and in 
addition comes from Nevada through California, the rate 
from Mound House, Nev., to San Francisco being $2 a 
ton and thence by water $1.50 a ton. 
make rates from San Francisco to Puget Sound 
range from $1 to $1.25 a ton. 


rate of 


of 5 


points in 
by water to 


Tramp steamers 
which 
Lime and plaster move only in box or furniture cars. 
The statements introduced in evidence by defendants 
show that for the period from July 1, 1911, to Oct. 31, 
1913, the Oregon-Washington Railroad received from the 
Oregon Short Line at Huntington 15,816 and delivered 
to it but 144 empty cars of the character referred to. 
Transportation from Lime and Portland 
and intermediate points is wholly within the state of Ore- 
gon, and the complaint therefore brings in issue the right 
of this Commission to order the removal of unjust dis- 
crimination against interstate and preference to 
intrastate traffic. There is now before the Supreme Court 
of the United States a case in which the Commission 
held, and the Commerce Court upheld its view, that 
section 3, forbidding unjust discrimination, applies as well 
when one of the hauls is intrastate as when both are 
interstate. Railroad Commission of La. vs. St. L._S. W. 
Ry. Co., 23 I. C. C., 31 [The Traffic World, March 30, 


Gypsum to 


undue 


1912, p. 599]; 205 Fed., 380. In view of the disposition 
of the present case, no discussion of this question is 


necessary. 

Upon consideration of the facts of record we are not 
of opinion that the adjustment to Portland and points 
north thereof from the respective points of origin sub- 


jects complainants to unjust discrimination, or that the 
rates from Lime and Gypsum to those points, which are 
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made to meet actual and substantial competition, shouid 
be used as the measure for rates eastbound. However 
considering all the circumstances surrounding the move- 
ment in both directions, we are of opinion that rates 
from the Puget Sound points to points east of Portland 
upon a scale in some cases twice as high as in the reverse 
not justified and that the defendant, the 
Oregon-Washington Railroad & Navigation Co., 
establish rates from Seattle and Tacoma to Huntington 
of not to exceed 24 cents on lime and 27 cents on plaster 
with rates to intermediate points graded up to thos 
amounts. We are also of opinion that rates should be 
established from Seattle and Tacoma to Bend not highe: 
than those to Sherman by more than 7% cents per 100 
pounds. 

At the argument it was stated on behalf of defendants 
that a reduction in the eastbound rates would not impair 
the revenues of the Oregon-Washington Railroad & Navi 





direction are 
should 


gation Co., as there had not been, and probably would 
not be, any substantial movement to points east ol 
Portland. 

This carrier will be expected to submit a scale oft 


rates in line with the above conclusions and to establis! 
from Seattle and Tacoma the mixing privilege now en- 
joyed by shippers from Lime and Gypsum. The case will 
be held open for this purpose. 


STEAMSHIP DEMURRAGE CHARGES 


CASE NO. 5191 (30 I. C. C., 140-146) 
ANDERSON-TULLY CO. ET AL. VS. MORGAN’S LOI 
ISIANA & TEXAS RAILROAD & STEAMSHIP CO 


ET AL. 
Submitted May 1913. Decided April 13, 1914. 

Rules enforced at New Orleans, La., for the assessment agains 
steamship companies of demurrage charges on shipments 
forest products moving on through export bills of ladin: 
via that port not found to unjustly discriminate agains 
shipments moving to the port on local bills of lading ft 
export. Complaint dismissed | 
John R. Walker for complainants. 
Edgar M. Cahn and Louis Palmer for Lumbermen’s 


Association of New Orleans, intervener. ( 


J. P. Blair, H. A. Scandrett and James G. Wilson fo 
Morgan’s Louisiana & Texas Railroad & Steamship C ! 
Fred H. Wood for St. Louis & San Francisco Rai ] 
road Co. and New Orleans, Texas & Mexico Railroad Co 1 
Henry G. Herbel, Fred G. Wright and N. M. Lea ( 
for St. Louis, Iron Mountain & Southern Railway C: ( 
and Texas & Pacific Railway Co. c 
H. B. Helm and E. C. D. Marshall for Louisian V 
Railway & Navigation Co. u 
A. D. Lightner for New Orleans, Mobile & Chicas 0 


Railway Co. 
J. H. Townshend for Memphis lumbermen. 
Report of the Commission. 


CLARK, Commissioner: 
Carriers operating west of the Mississippi River, fin: 


ing it increasingly difficult to secure prompt release 
New Orleans of equipment reaching that port, load 


with forest products for export, proposed, effective O: 
15, 1912, to discontinue the issuance at interior poin 
of through export bills of lading for forest product 
except in conjunction with steamship lines which woiil!( D. 
agree to assume the expense of demurrage at New O 
leans. The steamship companies at first declined to ent: m 
into such an agreement, and shipments of forest produc 
from west of the west bank of the Mississippi River h 
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to be moved on local bills of lading to the port. This 
situation led to the filing of the original complaint in 
this case, which had for its basis alleged discrimination 
against forest products and shippers thereof. Subse- 
quently the steamship companies, practically without ex- 
ception, consented to the payment of demurrage under 
conditions hereinafter stated, and on March 3, 1913, the 
issuance of through export bills of lading was resumed. 
The demands of the complainants were thereby sub- 
stantially satisfied and on their motion an order of dis- 
missal was entered. 

During the progress of the case, and prior to the 
late when the agreement was put in force, the Lumber- 
men’s Association of New Orleans intervened, alleging 
that the basis under which demurrage on through bill 
of lading shipments was to be assessed against and paid 

the steamship companies constituted unjust discrimi- 
nation against intervener’s members and other exporters 
handling shipments of forest products to New Orleans 
on local bills of lading. No opinion having been expressed 
by the Commission concerning the issue thus. raised, 
intervener petitioned for the reinstatement of the cause 
on the Commission’s docket for the purpose of securing 
a definite decision. This petition was granted, and the 
case is now before us for determination of this issue. 

Obviously the controversy is one arising largely from 
the ever-existing rivalry between exporters doing busi- 
ness on through export bills of lading and those at the 
ports who conduct their business on so-called local bills 
of lading for export. As to New Orleans, the latter class 
has for years had the benefit of 10 days’ free time on 
forest products for export, with demurrage or storage 
charges thereafter. There is no attack here upon the 
practice or the rules of the carriers in this respect, 
but petitioner conceives that through bill of lading ship 
pers will, under the new regulations, have an undue 
advantage, a contention which seems to disregard the 
fact that previous to the establishment of the present 
arrangement no demurrage was assessed against either 
the shipper or the steamship company on through bill 
of lading shipments, unlimited free time being allowed. 

The same underlying questions were considered by 
us in New Orleans Board of Trade vs. I. C. R. R. Co.,, 
17 I. C. C., 496 [The Traffic World, March 5, 1910 p. 220]. 
We there entered into detail with respect to the physical 
conditions and the methods employed in the handling 
of export traffic at the port of New Orleans and dis- 
cussed the advantages and disadvantages incident to, as 
well as the reasons actuating shippers in, the respective 
use of through export bills of lading and of local bills 
of lading for export. We stated at page 497: 


Complainants abandoned the claim of unjust discrimination 
‘Ss not of importance, fearing that if that were found its re- 
moval might result in imposing the same charges against ship- 
ments on through export bills of lading. However, this feature 
has an important bearing upon the determination of whether 
ve ee days’ free time after giving disposition, shall be 
llowed. 


and at page 502: 

No unjust discrimination has been shown, either as com- 
ee with through shippers or with other Gulf or Atlantic 

In Galveston Commercial Assn. vs. A., T. & S. F. Ry. 
Co. 25 I. C. C., 216 [The Traffic World, Dec. 14, 1912, 
D. 951], dealing with the question of the exaction of de- 
murrage charges on shipments handled on through ex- 
port bills of lading we stated, at page 222: 


We are clearly of the opinion that it is not only the right, 

t the plain duty of these carriers to devise some method by 
which the prompt unloading of their equipment will be secured. 
‘S servants of the general public they have no right to suffer 
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their cars which are needed in other service to be tied up for 
long periods in storing this export freight, nor have they the 
right to permit their terminal facilities to be so congested that 
freight cannot be promptly handled through the port of Gal- 
vesion. By some proper and reasonable rule and regulation in 
the nature of a demurrage charge these carriers should secure 
the release of this equipment. 


It was pointed out that the demurrage charges should 
properly be made to rest upon the ship agent, and held 
that it would constitute undue discrimination not to im- 
pose substantially equivalent demurrage charges at New 
Orleans and at Galveston and other Texas ports. Whether 
or not the arrangement at New Orleans was consummated 
in order to give effect ‘to the views expressed in the 
Galveston case, it is substantially in consonance there- 
with and convincing reasons must be shown for any 
disturbance thereof. 

Defendants’ tariffs provide that through bills of lading 
on cotton, cotton linters and forest products, for export, 
when originating in the territory west of the west bank 
of the Mississippi River, will be issued only in connection 
with steamship lines whose agents sign the agreement 
to pay to the carriers all demurrage charges on the 
same terms and conditions as provided for in demurrage 
rules and regulations filed by the carriers with this Com- 
mission for shipments moving for export, and not on 
through bills of lading, with the exceptions and on the 
conditions stated. The conditions and exceptions are 
those provided in the agreement which is published as 
a part of the tariffs, and the particular items said to 
constitute exceptions to the general demurrage rules and 
to effect unjust discrimination against local bill of lading 
shipments to the advantage of shipments made on through 
bills of lading are— 


1. That on through shipments, on which order to place at 
unloading wharves was given prior to 6 p. m. of the ninth day 
of free time, the time should be computed as though the cars 
were unloaded on the following day, provided there is room on 
such wharf on which to unload. 

2. That when a through bill of lading has been issued on 
contract properly confirmed, and through fault of the rail car- 
rier such shipments do not arrive in time to load on the vessel 
intended, free time shall extend until ten days after the date 
set for ac. 2pting notice of arrival for the next following vessel. 

3. That the demurrage on all through bill of lading ship- 
ments loaded in a certain vessel will cease upon the date such 
vessel begins to take on cargo at its first loading berth. 

It is stated that forest products reaching New Or- 
leans on local bills of lading and intended for subsequent 
water carriage to a foreign port, will not be accepted 
by the carrier for delivery to the Public Belt and switch- 
ing to the city wharves, there to be loaded on board 
vessel, until the O. K. of the shipmaster is given; that 
is, until the shipmaster indicates willingness and readiness 
to take the shipment. Intervener sees in such a situation 
opportunity to give undue preference to through bill of 
lading shipments in order to avoid payment of demur- 
rage charges for which the steamship companies under 
the agreement assume liability. It is not alleged that 
any such preferential handling of through bill of lading 
shipments or prejudicial treatment of local bills of lading 
shipments has resulted, the demurrage agreement and 
rule as applied to through bill of lading shipments not 
having become effective at the time of the hearings, but 
it was apprehended that the steamship companies would 
naturally look first to their own interests. 

In the Galveston case, supra, we held that at least 
six days’ free time should be allowed, and stated, at page 
231, in view of the ship agent’s lack of control of the 
movement of cars after they are ordered forward to the 
pier— 


We think it would be reasonable to assume in the compu- 
tation of time that when a car is ordered forward on or before 
6 o’clock in the evening of a given day the time shall be com- 
puted as though the car were unloaded during that day, and in 


| 


ob a ETE YEN DI aR Re NR RET 








YG THE TRAFFIC WORLD 


fixing the period of six days we have had the application of 
this rule in mind. : 

The free time begins running from 7 o'clock in the morning 
following the service of notice of the arrival of the car upon the 
consignee. If, now, the consignee before 6 o'clock in the even- 
ing of the sixth day orders the car placed for unloading, the 
car shall be treated as unloaded during the sixth day and no 
demurrage assessed against it, provided there is room upon the 
pier to unload it. 

At New Orleans, with an allowance of 10 days’ free 
time, defendants apply the same principle; and where 
an order for placing a car at the unloading wharf is 
given prior to 6 p. m. of the ninth day, the free time 
is computed as though the car were unloaded on the 
tenth day. 

As to the provision that where through bill of lading 
shipments under contracts properly confirmed are delayed 
by carriers beyond the time for loading on the intended 
vessel. the free time shall extend until 10 days after 
the date set for accepting notice of arrival for the next 
following vessel, counsel for intervener stated in argu 
ment: 


I am frank to say that I do not dispute the justice of that 
regulation per se The discrimination against us, because we 
have not got the same thing, is somewhat speculative 


Manifestly, the steamship company would not be 
liable for demurrage accruing because of such delay, 
and the regulation appears to be a fair one. Shipments 
on local bills of lading are not ordinarily made condi- 
tioned on delivery for specific loading, nor are they other- 
wise subject to the limitations set in connection with 
the transportation of through bill of lading shipments. 

The exception under which provision is made for the 
cessation of demurrage on all shipments loaded in a 
vessel on the date that vessel begins to take on cargo 
at its first loading berth specifies that this is due to 
local conditions at New Orleans requiring the movement 
of the vessel from one wharf to another. These local 
conditions were alluded to in the New Orleans Board of 
Trade case, supra. The major part of the New Orleans 
river front is under the control of the New Orleans 
Dock Board, which assigns wharf space to the various 
steamship companies for preferential but not exclusive 
use. The railroad companies can only reach these 
wharves through the medium of the Public Belt, a rail- 
road agency of the municipal government. The storage 
yards of the railroads are either on the opposite side 
of the Mississippi River or in the outskirts of the city. 
Beyond the upper end of the public docks are the private 
docks of the Illinois Central Railroad Co., beyond the 
lower end are the Chalmette docks of the New Orleans 
Terminal Co., used by the New Orleans, Texas & Mexico 
Railroad (Frisco lines), Louisiana Railway & Navigation 
Co., and New Orleans & Northeastern Railroad, and on 
the west side of the Mississippi River are the Algiers 
docks of the Southern Pacific Co. and the Westwego 
docks of the Texas & Pacific Railway Co. The unloading 
of freight on these railroad docks is under the control 
of the railroad companies, but the receipt of the un- 
loaded freight by the vessels is subject to the dictation 
of the steamship companies. The latter may take-a full 
cargo from the public docks or from one or more of 
the private docks, or may take portions of a cargo from 


several docks. The railroad companies cannot compel 


delivery upon the steamship companies’ wharves through 
the Public Belt, nor can they require the steamship com- 
panies to call at their. private wharves. The amount 
and character of the cargo to be loaded on any vessel 
are determined by the steamship company according to 
the conditions prevailing in each case. Forest products 
arriving on through bills of lading my be hauled to the 





Vol. XIII, No. 19 


carrier’s private dock and there taken by the steamship 
company, or may have to be subsequently switched from 
the carrier’s dock to the public docks. The export ship 
pers at New Orleans have no yard facilities of their 
own, and shipments for them reaching New Orleans on 
local bills of lading are held by the railroads until orders 
are given for forwarding to the public docks. The local 
exporter has the privilege of inspecting, grading and 
otherwise handling his shipments at New Orleans and 
may, as occasion requires, dispose of shipments to the 
domestic trade or reship to any foreign port, and via 
any steamship line with which he can make arrange 
ments. For these and other reasons we think that th 
exception made in the case of through bill of lading 
shipments is justified. 

In the New Orleans Board of Trade case, supra, th: 
following comparison was shown with respect to the d: 
tention of cars of export forest products at New Orleans 

LINES WEST OF THE MISSISSIPPI RIVER 


Through b. 1 Local b 
shipments shipments 
Average Averag: 
deten- deter 
tion, tior 
Cars days. Cars day 
March to August, 1906. inclusive. 394 11.88 1,802 11.7 
March to August, 1907, inclusive.. 233 15.36 1,600 15.9 


LINES EAST OF THE MISSISSIPPI RVER 


Through b. 1. Local b 

shipments. shipments 

Average Averag 

deten- deter 

tion, tior 

Cars. days. Cars days 
March to August, 1906, inclusive. .1.069 15.80 5,337 12.94 
March to August, 1907, inclusive. .1,733 14.23 5,017 10.9 


In the instant case it is shown that for the calenda: 
year 1912 the aggregate number of cars of forest products 
handled through the port of New Orleans on throug! 
bills of lading by the Texas & Pacific Railway, Morgan's 
Louisiana & Texas Railroad & Steamship Co., Louisiana 
Railroad & Navigation Co., New Orleans, Texas & Mexic« 
Railroad, and New Orleans, Mobile & Chicago Railroad 
added to the movement for six months via the New O 
leans & Northeastern Railroad, was 4,070, on which ther 
was an average detention of 34.57 days. For the sam: 
period the same lines handled into New Orleans on loca 
bills of lading for export 4,352 cars, on which there w 
an average detention of 10.9 days. On the Southe! 
Pacific the average detention on through bill of ladi! 
shipments was 44.7 days, and on local bill of lading shi 
ments 11 1-3 days. It will be observed that as to loc: 
bill of lading shipments, there was a decrease in th 
average period of detention, while the detention period 
as to through bill of lading shipments increased n 
terially. From this record it is evident that there w 
need for some regulative measure which would insur 
the more expeditious release of equipment containing 
through bill of lading loads. 

We shall not enter into a discussion of the numer 
phases of intervener’s testimony and argument, furt! 
than to say that what we are now asked to do is 
give consideration to the speculative effects of regulations 
which had not been tried out at the time the testimo 
was offered. Briefly, it may be stated no change is mae 
in the demurrage regulations or charges governing s! 
ments moved under local bills of lading for export a 
the shipper under through export bills of lading is s 
exempt from the payment of demurrage at the port. T 
defendants have merely exercised their right to imp 
upon the steamship companies penalties for the detent 
of equipment bearing through export lading, and int 
vener fears that the exercise of this right will advers: 
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affect the interests of its members. We found in the 
New Orleans Board of Trade case, supra, that rules 
for assessing demurrage and storage charges at New 
Orleans against shipments of forest products moving on 
local bills of lading for export were not unjustly dis- 
criminatory as compared with the grant of unlimited 
free time on shipments moving under through export 
bills of lading, and since the present record affords no 
ground for setting aside that finding, it follows that 
the complaint must be dismissed. 





ORDER. 


It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


FREIGHT AND PASSENGER COSTS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Should the steam carriers having a revenue in excess 
of $100,000 be required currently to analyze passenger 
and freight costs? is the question on which the Commis- 
sion began taking the views of railroad auditors and 
attorneys Saturday. The views of the carriers were to 
be given in answers to thirty-three questions propounded 
some time ago, but the Commission also desired oral 
testimony. 





M. O. Lorenz, for the Commission, one of the statis- 
tical experts, said that such an analysis and separation 
would be useful in three ways. First, it would be helpful 
in that class of cases which involve the general level 
of rates. He said that to be able to say whether the 
freight service is more or less profitable than passenger 
would obviously be pertinent at present, especially in 
view of the fact that only recently the New Haven, speak- 
ing through President Elliott, in one case and John Hall 
3owman in the mail rate case, holds distinctly contrary 
views, the former holding freight to be the more profit- 
able and the latter passenger. 

Second, it would be helpful in the class of cases, con- 
tinually before the Commission, in which the cost of 
performing a particular service is at least one great 
consideration in fixing the rate. In those cases the divi- 
sion between freight and passenger in itself would not 
be helpful, but it would be a foundation on which to build. 

The third use to which such figures could be put 
vould be a comparative study of costs among railways. 
He said there is no question about the practicability of 
such figures, because cost accounting is one of the com- 
monest forms of accounting manufacturing establishments. 

A. H. Plant of the Southern, R. A. White of the New 
York Central, J. A. Taylor of the Central of New Jersey, 
all accounting officers, raised the objections they, as 
auditors, found, to the imposition of such additional work, 
the value of which is not at all clear to them. Their own 
experiences are against the assumption of practicability 
ir expediency. 

Separation of No Value. 


.C. C. Wright, for the Chicago & Northwestern, said 
the separation could be of no value whatever, because 
the revenue to be derived from passenger business is 
settled by publie opinion. Passenger rates cannot be in- 
creased, because they are fixed by state statutes and by 
Public opinion, that is stronger than statutes, so what is 
the use of making a separation of costs, even if prac- 
“cable. He said the necessity for it is not at all evident, 


THE TRAFFIC WORLD 907 


especially since the modifications of the original thought 
expressed in Smythe vs. Ames, when it was thought that 
such a separation would have to be made. 

“You are laying a foundation here, but what sort of 
a superstructure is it proposed to build?” He said that 
the greatest of harm can and undoubtedly would be done 
by providing such a yardstick for the state railroad com- 
missions, which, he submitted, are inclined to take the 
per ton-mile revenue of coal-carrying roads, such as the 
Norfolk & Western and the Baltimore & Ohio, and apply 
them to merchandise distributors in the West and North- 
west. He said state commissions exist because of political 
opinion and political opinion is created in such a way 
that the rule of the courts, that a carrier is entitled to a 
reasonable return on the money invested is being de- 
stroyed. He said state commissions are honest, but not 
always the best informed men on the subjects with which 
they deal. He said the federal commission is not a body 
of clerks to be held down to figures which the best men 
in the transportation world hold to be misleading, if not 
absolutely false. He said he himself used what pur- 
ported to be cost figures, well knowing the danger of 
doing so. He earnestly argued against the Commission 
approving the suggestion made in the inquiry, because 
the road is dangerous and leads nowhere except to end- 
less and needless difficulties. 


TRANSMISSION OF TRAIN ORDERS 





The annual tabuiation of statistics pertaining to block 
signals, interlocking plants and the telegraph and tele- 
phone for the transmission of train orders used by the 
railroads of the country has been given out by the Com- 
mission. It covers matters reported to January 1 of the 
current year. The table shows that during the calendar 
year the mileage covered by the automatic signals in- 
creased 3,828 miles and the non-automatic 1,887 miles, 
while the non-automatic decreased 3,247 miles. In other 
words, many miles of non-automatic signals were displaced 
by automatic signals. 

The total mileage under the block system was 86,736, 
of which 26,569 was automatic and the rest non-automatic. 
The net increase for the year amounted to 2,787 miles. 

During the year there was a decrease of 8,352 miles of 
road operated under telegraphic train orders, while the 
increase in the number of miles operated by telephone in- 
creased 9,115. 





MUST INVESTIGATE, BEFORE PAYING. 

Conference Rulings Nos. 15, 68 and 236 are restated 
by the Interstate Commerce Commission as follows: 

A carrier cannot shield itself from responsibility in 
paying a claim by accepting the authority of a connecting 
line to pay it, but must ascertain the lawfulness of the 
claim and allow it or not upon the basis of its own 
investigation. This is not to be understood, however, 
as requiring each carrier interested in the claim to make 
an independent investigation. The principle of direct 
investigation embodied in the rules of the Freight Claim 
Association, whereby the carrier against which a claim 
is presented undertakes to make the investigation for 
itself and for the other carriers concerned in the joint 
movement out of which the claim arises, is approved 
by the Commission as a means of expediting the adjust- 
ment of claims. In all cases, however, the investigation 
so made must be thorough and must disclose a lawful 
basis for payment before the claim is adjusted. 
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ADVANCE RATE CASE 


Arguments Before Commission Closed By Patter- 
son and Brandeis. 








THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

In closing the arguments on the phase of the five per 
cent case involved in the part of the Commission’s query, 
“Are the revenues sufficient?” and the tariffs stating the 
new rates the carriers desired to make, George Stuart 
Patterson, general counsel for the Pennsylvania, who has 
had general charge of the case, and President Willard 
of the Baltimore & Ohio made it plain that they are not 
in sympathy with the Brandeis suggestions as to how 
revenues may possibly be increased, but whether the 
suggestions along that line be practicable or not, the 
answer is that the increases that would be made in that 
way would not fulfill the injunction, “Do it now.” 

President Willard argued that the increase is a vital 
necessity to meet a situation that exists now and that 
is pressing with ever increasing weight upon all those 
having to do with the management of interests larger 
than any other in the country, farming alone excepted. 
In his final plea Mr. Patterson said: 

“For many years we have gone on the idea that the 
various burdens which have been described here could 
be overcome by the growth of traffic, the inventive genius, 
skill and energy of the officers and employes of these 
companies, but we have now come to the inevitable limit 
that attends all human effort. That is the situation of 
the properties which I have described, and I beg of you 
to grant the full relief demanded in these tariffs—the only 
relief which will measurably affect the situation and 
conserve the sound economic development of the country.” 

Wants Quick Action. 


Mr. Patterson’s whole argument in rebuttal to Mr. 
Brandeis’ suggestions about conservation of efficiency, 
absorption of non-transportation expenses and so forth 
was that the relief that would be afforded by such ex- 
pedients to put money into the till would not be pro- 
ductive soon enough. He called attention to the fact that 
in the Industrial Railways case, although the trunk lines 
co-operated with the Commission in the most cordial 
manner, it took two years to bring that to a point where 
a report was made. And now there is to be litigation to 
determine whether the money the trunk lines are getting, 
by reason of the breaking of the through route and joint 
rate arrangements, is to be theirs or whether they must 
turn it over to the short roads. 

As to the lighterage of freight from New York, Mr. 
Patterson asked whether Mr. Brandeis thought the rep- 
resentatives of the three elements in the transportation 
game, carriers, shippers and Commission, could sit down 
right now and agree upon how the rate should be in- 
creased by the amount which Mr. Brandeis thinks would 
enable the railroad companies to do no more than their 
share in bearing the cost. He merely pointed out the 
length of time during which the question of proper dif- 
ferentials on import business had been before the Com- 
mission to indicate how long that lighterage discussion 
which he proposed would be going on. And that, he re- 
marked is only one phase of the question that would be 
raised by the proposal to have the shipper bear some 
part or the expense that is all borne now by the carriers. 
He asked whether Mr. Brandeis could give assurance 
to the carriers that tariffs suggesting such increases as 
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were mentioned by him would be allowed to go into 
effect. Mr. Brandeis could not guarantee one of his sug 
gestions being put into effect in even four years, to meet 
a situation which he admits exists now, he said. 


As to the Brandeis suggestion that the Commission 
could not allow the 22,000 tariffs to go into effect e1 
bloc, Mr. Patterson asked if the law was intended t 
mean that every specific tariff had to be separately ex 
amined and passed upon by the Commission. He said 
the answer was obvious. 


President Willard Closes. 


President Willard pointed out that the railroads hav: 
been expending $200,000,000 annually for improvements 
and facilities, and that that sum will be needed each year 
for some time to come for further improvements, whil 
financial results of the carriers have not justifi 
such an expenditure. He said he agreed fully with M1 
Brandeis that if the practices and methods of the carriers 
show they are not conserving their revenues, they ought 
to be criticized. Further, he said, he was in accord wit 
Mr. Brandeis on the point that if there are any rates 
which are not remunerative they ought to be substituted 
for those which are remunerative, but added some 
those which are unremunerative are approved by legis 
lative authority. He did not indicate what rates he meant 
but apparently referred to passenger rates. It was stated 
however, that the Commission should not disturb 1 
present arrangement suddenly, even though it would 
beneficial to the carriers. He spoke of the matter of fr: 
allowances, so-called, the proposed elimination of the: 
and said it is extremely doubtful how much benefit » 
be derivel by the elimination of such allowances. 
also made the points covered by Mr. Patterson about 
litigation and delay involved in such a plan and spo 
of the pressing need of more revenues at once. He sa 
he thought elimination of free allowances will be vigor 
ously ouposed and doubted if the benefit derived fr 
such elimination would amount to anything for the 
riers. 

If the Commission should grant the increase asked 
for, said Mr. Willard, and it should develop that so 
rates are too high, it always had the power to reducs 
such rates. If the Commission should withhold the 
crease, he said, it would be a serious question as to how 
the carriers would get the needed revenue. Equipment 
builders were said to be running on only one-third ¢2 ( 
pacity at a time, when the maturing crop is reported to 


be the largest in the history of the country. I 
Speaking of the publicity campaign of the railroads 
in the present case, he said the public had a right to 4 r 
dispassionate report of it, and said the propaganda cril! é 
cized was inaugurated to inform the shippers of the needs V 
of the railroads and of how the railroads proposed (0 ( 
get such needs. In 1910, he said, the shippers criticized n 
the railroads because the latter had not told them 0! i] 
these things. c 
Mr. Willard went thoroughly into the publicity | U 
ter, of how the material, in line with evidence given, S h 
prepared and given to the press and of how matter S tl 
distributed among shippers, legislatures, Congress and ‘ Si 
Interstate Commerce Commission, frankly and _ ops 
He took occasion to deny emphatically that any mo a 
had been used to further fhe interests of the railroa‘s Ww 
but said they had urged co-operation of the press, beins tc 
sincerely of the belief that the railroads were advocai'ns de 
honestly a legitimate case. He said he stood back of al 
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what had been done and accepted any blame, if there was 
any. He denied that any undue pressure had been brought 
to bear on the Commission for a favorable decision, but 
said at times the railroads may have, because of un- 
conscious earnestness, urged their case very strongly. 
In closing, he thanked the Commission and counsel 
on both sides for courtesies and the patience shown, and 
said he felt confident the Commission would reach a 
conclusion which would be both just and equitable. 


Brandeis Finishes Argument. 


In closing his argument, Louis D. Brandeis continued 
pointing out how the carriers might improve their con- 
dition. It was admitted that he had made an exceedingly 
able presentation. His thought was that the Commission 
has not the right, in view of what the railroads have 
been doing in the way of what he calls wasting their 
revenues, to make such an increase as they propose. 

“Isn’t it clear that while such things are happening, 
this situation cannot be met by what is the worst form 
of palliation?” he asked. 

“Can you, have you the legal right to do what these 
gentlemen in the best of good faith are asking you to do? 
They have told you why they are asking for this 5 per cent 
advance; but is this the only possible way in which to 
meet their difficulties? The increases which they are 
asking for are specific, not general. Each single rate 
which they seek to advance had to be set’up. In fact, so 
specific was this proceeding that it has been stated here 
that it has cost the carriers a million and a half dollars 
to put these tariffs before the Commission. That may be 
an excessive estimate, but we know this, that there are 
about 22,000 separate tariffs, each tariff dealing with 
a large number of commodities. Every one of the tariffs 
has been acted on separately by you. When you sus- 
pended these tariffs in order that an investigation be 
made, you made a specific order with respect to each 
one of these 22,000 tariffs, and each carrier was, 
with respect to these tarifis, to issue a separate order 
suspending them. He could include, as did the Commis- 
sion, a number of tariffs by enumeration in one paper, 
but within that order which the Commission issued every 
tariff is mentiined. 

Acted on Separately. 


“You have acted upon each one separately, as you 
have the legal power to do. Each one of these tariffs 
sets up an increase in rates; it varies in amount from 3 
or 4 per cent up to as high as 40 or 50 per cent, and yet 
they speak if it as a horizontal raise. Under the law you 
must make a separate order as to each of these tariffs, 
and you must say that you find the rate to be just and 
reasonable, and you cannot allow that tariff to become 
effective unless you find it so. It must be denied other- 
wise, the burden being upon the carrier to satisfy the 
Commission that the rate is just and reasonable. The carrier 
must not only prove that there is a reason for the increase 
n the rate, but he must prove that the rate as so in- 
creased will be a just and reasonable rate. What have 
they offered in proof? Their expenses have grown; they 
have shown that their net income and revenue are less 
than they should earn and take care of the element of 
safety. 

“The situation here presented makes it as clear as 
anything can that there has been no increase in operation 
when considered ratably. It ih perfectly clear that, as 
to a large part of this traffic the cost of operation has 
decreased, and this, with respect to traffic which was 
already highly burdened, and that, as to other traffic, it 
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does not bear any proportionate part of the cost of trans- 
portation. No argument can overcome these facts. If 
there is no evidence to sustain the justness and reason- 
ableness of the proposed rates, the Commission will not 
exceed its own powers and usurp those of Congress in 
finding those rates such as may be approved. 


Means Much Litigation. 


“If such action should be taken, the courts are open 
to the shippers, and this would mean the launching of an 
immense amount of litigation, because, despite the claim 
of the carriers that there is an absence of complaint on 
the part of the shippers, the records show those com- 
plaints to be numerous, definite and covering all the heavy 
articles of shipment, articles which furnish a very large 
part of the aggregate tonnage of the carriers. 

“It must be obvious that if, in the absence of any 
proof as to their reasonableness, these rates should be 
allowed to go into effect, the courts will be resorted to to 
prevent an act of, to say the least, injustice. 

“Then, of course, as to certain of the rates a different 
situation exists. C. F. A. rates are clearly lower than they 
are in any other section of the United States, and it ap- 
pears that they are extraordinarily low as in comparison 
with any other group of rates. And this is true not as 
to this year, but to a series of years. The operating ratios 
of those roads are high, and higher than is consistent with 
the safety of the community. The Commission would be 
justified in allowing at least some of these increases, but 
should you do it? 

“Mr. Maxwell has stated that these increases will 
not solve it. What is needed is an adjustment such as 
has been put into effect on the Boston & Maine Railroad, 
to make things as they should be and not to intensify and 
perpetuate injustice and discrimination, but to relieve it, 
and this is what should be done in C. F, A. territory. 

“But doing all that, you cannot relieve the situation 
unless you do a great deal more. You would have to put 
an end to these leeches, of many of which I have spoken 
in freight service and otherwise.” 


THORNE REPLIES TO BRANDEIS 











Clifford Thorne, chairman of the Iowa railroad com- 
mission, has submitted to the Interstate Commerce Com: 
mission a supplementary brief in opposition to the state 
ment made by Louis D. Brandeis, counsel for the Com- 
mission, that the revenues of the railroads in Official 
Classification territory are smaller than is consistent with 
their prosperity and the welfare of the communities in 
which they operate. 

Mr. Thorne says that Mr. Brandeis expressed only 
his personal opinion, when in his brief he declared that 
the railroads of the central West need additional revenue 
and are entitled to the rate increase. 

There is no evidence in the record, Mr. Thorne con: 
tended, to justify this opinion, and, in addition, Mr Thorne 
declared, Mr. Brandeis exceeded his authority in express: 
ing his personal opinions in his brief. 

“Mr. Brandeis made able comments upon the ques- 
tions of burden of proof,’ Mr. Thorne said, “and the 
power of the Commission to consider the reasonableness 
of a system of rates or individual rates. If he had con- 
fined his position to the statement that the evidence 
established a justification for a separate investigation 
concerning Central Freight Association territory, and 
second, that evidence had developed the fact that the 
rates to-day for certain special services rendered by the 
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carriers were inadequate, then we would have been in 
entire accord. 

“But when Mr. Brandeis went further than that, and 
made a blanket concession that the revenues of the car- 
riers, as a whole, are inadequate, then we take square 
issue with him, and demand the facts and reasons for his 
conclusion.” 


LA FOLLETTE CHARGES CONSPIRACY 





Senator LaFollette laid before the Senate Tuesday 
what he declared was evidence of a widespread con- 
spiracy to intimidate and coerce the Interstate Commerce 
Commission to grant eastern railroads the five per cent 
increase in freight rates. He spoke on his bill to make 
it a criminal offense to seek to influence decisions of 
the Commission. He talked for more than two hours 
and produced a mass of newspaper clippings, copies of 
letters, and telegrams which found their way to the Com- 
mission, in which the authors urged favorable action on 
the railroad plea. 

He declared that “the conspiracy” had made use of 
newspaper articles, editorials and advertising; that man- 
ufacturers and bankers had addressed communications 
favoring an increase, and that the propaganda had been 
in evidence for months before the railroads made their 
application. 

Under the law, he said, the Commission must reach 
its decision on the evidence and testimony taken by it 
and not upon argument advanced through such a cam- 
paign. 

He declared that in Washington newspapers Presi- 
dent Wilson frequently had been made to appear in 
favor of the rate increase. He said he could not believe 
that the President sought to influence the Commission, 
but expressed surprise that these published reports had 
never been denied. 

When Senator Stone pointed out that there had been 
denials from the President, Senator La Follette said that 
he was glad to hear it, and hoped that the denial would 
appear in the Congressional Record. 

Senator LaFollette said Congress could not excuse 
itself for constituting a tribunal like the Commission, 
turning over to it cases of such vast importance as the 
one in question and leaving it “exposed to every con- 
ceivable form of attack.” 

More than 2,000 communications have been received 
by the Commission Senator LaFollette asserted, includ- 
ing 700 petitions, resolutions and letters specifically urging 
the increase. 

“There is no mistaking what has been done,” said 
the senator. “The wayfaring man, though a fool, knows 
that there has been an organized conspiracy to coerce 
the Commission to compliance with the demands of the 
railroads that $50,000,000 be taken from the public, handed 
over to them, and no questions asked." 

He told how Chairman Harlan was called from his 
bed at midnight recently to receive a communication 
urging the increase. 

As a sample of what he regards as improper efforts 
to influence the Commission in the advanced rate case 
Senator La Follette has had printed in the Congressional 
Record a letter to President Wilson from Walter H. 
Wilson, western treasurer of the Republican national 
committee in 1912. He asked the President to use his 
influence with the Commission to: bring about the in- 
crease in freight rates desired by the railroads. This 
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letter and 75 others of similar tenor were sent from 
the White House to the Commission and have come to 
the Senate in compliance with a resolution adopted at 
the instance of Senator La Follette. 

President Wilson’s explanation to Washington news- 
paper men that he could not discuss the proposed 5 per 
cent increase in railroad freight rates pending before the 
Interstate Commerce Commission has been put into the 
Congressional Record by Senator Owen, in answer to tl:e 
declaration of Senator La Follette that the president had 
not contradicted published statements that he favored the 
increase. “On the 6th of April,” said Senator Owen, “the 
President in his usual interview with the various members 
of the leading metropolitan papers of the country, at the 
White House, was asked this.question by some of them: 
‘They say you are trying to get an increase of the railroad 
rates, Mr. President.’ He replied: ‘You know I explained 
to you gentlemen before that I could not express an 
opinion about that because the commission is a semi- 
judicial body and it would not be proper for me to do so.’” 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Philadelphia will hold its fifth 
annual outing and shad dinner May 23 at the Old 
Mohican Club, Morris Junction, N. J. There will be a 
clay bird shoot, a baseball game between the Indus- 
trials and the Transportations and a program of ath- 
letic events. 

Mayor Hiram C. Gill spoke at the noon meeting of 
the Transportation Club of Seattle, May 4. At the get- 
together luncheon May 18, A. Tinling, A. G. F. and P. A. 
Northern Pacific Railway, will be officially welcomed. 
The club gave a smoker and vaudeville show last 
month, and is now talking about plans for its annual 
picnic. 

At the dinner and meeting of the Transportation 
Club of Indianapolis, May 11, the speakers will be: 
Samuel O. Dunn, editor The Railway Age Gazette, 
Chicago; subject, “Will Government Regulation Suc- 
ceed?” Ivy Lee, executive assistant Pennsylvania Rail 
road, Philadelphia; subject, “What Can We Do to Get 
Better Railroads?” 

The third monthly dinner of the Traffic Club of 
Kansas City, held in the Baltimore Hotel April 22, was 
addressed by Geo. W. Simmons, vice-president Simmons 
Hardware Co., St. Louis, whose subject was “Take the 
Public Into Your Confidence.” P. H. Eustis, passenger 
traffic manager of the Burlington, Chicago, Ill, ad 
dressed the club on “The Transportation of U. S. Mail.” 
W. T. Bland, president McPike Drug Co., Kansas City, 
addressed the club on “Modern River Navigation,” sup 
plemented by stereopticon views showing the _ river 
facilities and boats of 1858 and the present time. 








About twenty lumbermen interested in the proposed 
advance in rates from Duluth and certain Wisconsin points 
to the twin cities conferred at Minneapolis and agreed 
to join forces at the hearing to be given by the Interstat: 
Commerce Commission on May 11 in St. Paul. The roads 
propose to raise the rate from towns which have enjoyed 
a 6-cent rate to Minneapolis, and make it 7.8 cents. Thi 
is the rate permitted in Minnesota by the Cashman dis 
tance tariff law, and the railroads propose to extend this 
basis to interstate business. The Interstate Commerc 
Commission suspended operation of the new tariffs unti 
July 23, and the advance will be vigorously fought. 
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Real Information Begins to Appear—Financial 
Giants to Testify 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Real information as to the New Haven transactions 
began to appear in the testimony in the inquiry to find 
out what became of the New Haven’s money, when John 
G. Billard took the stand Thursday. Prior to his appear- 
ance the examination of men who held the offices re- 
sulted in nothing more illuminating than that they acted 
for men “higher up” who did not hold offices, but who 
had the power to order these “dummies,” as they are 
called at all times in the hearing, to do whatever was 
necessary to carry out the plans of the men in control. 

Billard submitted a typewritten narration of -what 
he did, as an individual, in buying Boston & Maine stock 
which was really for the account of the New Haven. 

“IT bought the stock at 125 and sold it to the New 
Haven for 150. I took all the risk and I made the profit,” 
said he. 

Then he said that during that Boston & Maine stock 
deal relations grew up with the New England Investment 
and Securities Co., the corporation that held the trolley 
lines for the New Haven which it was deemed desirable 
to protect against the possibility of Billard’s death, and 
deemed desirable to form the Billard 
company. Up to that point the statement seemed, to 
those who have been conducting the inquiry, to be clear 
Beyond that point, however, the nar- 
rative, while it may be clear to Billard, was not at all 
convincing to Chief Counsel Folk and those associated 
with him in the attempt to find out what became of the 
New money. At the afternoon session Billard 
was subjected to a cross-examination such as might be 
expected from a man with the experience that Chief 
Counsel Folk has in ferreting out graft. He proceeded 
upon the assumption that there was graft in the trans- 
between the Billard company, the New Haven 
and the subsidiaries organized during the Mellen regime. 

C. W. Morse Interest. 

The Metropolitan Steamship Co. No. 2, the corpora- 
tion that was organized at the instance of Morgan & 
Co. so as to get rid of the C. W. Morse interest and 
particularly to throw Morse, then in the Tombs, out of 
the presidency, was the phase under examination Wednes- 


to do so it was 


and convincing. 


Haven’'s 


actions 


day afternoon. Grover Cleveland Richards, a dummy 
treasurer; James D. Brown, an examiner for the Com- 
mission; Samuel Hemingway, president of the Second 


National Bank, and one time officer of the Billard com- 
pany, and Warren D. Chase, the latter describing him- 
self as a lawyer-business man of Hartford, were on the 
stand, mostly to say they could not recall the meaning 
of transactions in which checks for millions figured. Mr. 
Hemingway said he did not recollect for what a check 
for $2,000,000 was drawn by the New England Navigation 
Co. to the Billard company and endorsed by Hemingway 
dated March 1, 1911. Hemingway said it looked as if 
it might have been a loan, but he did not remember. 

Chase and Richards were concerned in the organiza- 
tion of the Metropolitan Steamship Co. At first Chase 
declined to answer some questions on the score that it 
would be a violation of the ethics of a lawyer governing 
relations with a client. He reconsidered and answered 
‘he questions, though not satisfactorily. 
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Just before Billard went on the stand Attorney Crim 
for Mr. Mellen said that Mellen was never interested to 
the extent of a dollar in the steamship company, although 
Richards testified that it was organized at the instance 
of the New Haven, General Counsel Robbins having or- 
dered it, he thought. 

“Certain interests are trying to blackmail Mr. Mel- 
len,” said Crim, “by suggesting that he come across on 
pain of exposure.” He did not indicate specifically, but 
he was understood as referring to the C. W. Morse crowd. 

Wm. Rockefeller, George F. Baker, Lewis Cass Led- 
yard and George M. Fuller, tre present executive com- 
mittee of the New Haven, Mellen, Timothy E. Byrnes, 
N. C. Morehouse and General Counsel Robbins have been 
summoned to appear next week in the _ investigation. 
Byrnes, Morehouse and Robbins will appear Monday, 
Mellen on Tuesday and the financial giants on Wednesday. 


Old Straw Threshed Out. 

Much old straw is being threshed over in the inquiry 
into the affairs of the New Haven to find out what has be- 
come of the money, between $11,000,000 and $12,000,000, 
which former Commissioner Prouty, in his original report in 
that matter, said appeared to have gone up in thin air 
or something like that. At the May 1 hearing Julian M. 
Tomlinson, general auditor for the New Haven, was 
quizzed about the transaction by which treasury stock 
of the New Haven was turned over to Mr. Mellen and 
by him sold at $102,000 more than the road expected to get. 

When that transaction turned out so well the board 
of directors audited an expense account turned in by Mr. 
Mellen. In that account was an item of $50,000 which Mr. 
Mellen contributed to the Republican national campaign 
fund of 1904. Mr. Tomlinson testified that he knew nothing 
of the transaction other than that which he gained from 
the testimony of Mr. Mellen in the original inquiry. Chief 
Counsel Folk tried to get him to express opinions as to 
whether the transactions were shown by the books of 
the company. Mr. Tomlinson always retreated behind 
his answer that the books show the transactions. But 
they do not carry with them explanations as to why a 
eertain thing was done or was not done. 

Walker D. Hines protested when Mr. Folk asked a 
question from which the inference might be drawn that 


Mr. Tomlinson had testified that there was juggling of 
stocks. 
“Mr. Tomlinson did not testify to anything of that 


kind,” said Mr. Hines. “He merely said he knows nothing 
of the matter other than that which Mr. Mellen said on 
the witness stand in Boston.” 

J. W. H. Crim, attorney for Mr. Mellen, also pro- 
tested, saying that al! the matters being brought forward 
now were placed in the record at the original inquiry. 
“Tt was a legal transaction, and no attempt has been 
made to conceal the facts,” he said. Homer S. Cummings 
also protested against that line of questioning. 


Who Got the Profits? 


“But we are trying to find out who got the profits 
made on these transactions,” said Examiner Gartner, who 
has been engaged on that work for many months, and 
who, in the absence of Commissioner McChord, is pre 
siding, while Chief Counsel Folk and Attorney Daugherty 
are framing the questions that are being fired at the 
witnesses. 

A long series of questions was put to Mr. Tomlinson 
with regard to the transfers of Boston & Maine stock 
from the New England Navigation Co., controlled by the 
New Haven, to the New England Railroad Holding Co., 
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also owned by the New Haven, and from Billard, not 
then a part of the New Haven organization. The gov- 
ernment attorneys proceeded upon the assumption that 
the New Haven made a loss of $2,700,000. When it had 
come to naught Mr. Crim asked the witness if the varying 
prices did not result from this fact: “In transferring 
stock from one subsidiary to another, the New Haven 
could fix any arbitrary price it saw fit, while in buying 
from Mr. Billard it had to pay what he demanded, if 
it wanted the Boston & Maine stock.” 

Mr. Tomlinson said undoubtedly that was so, because 
Mr. Billard, at that time, was an outsider. Later he 
became a New Haven director. 

Thursday afternoon James Gleason, a reporter for the 
Hartford Times, testified as to an interview between 
himself and Billard in which the latter said the money 
used in the transaction was his own and that he did 
was nobody’s business. President Miller of the West- 
chester road, and Stevenson Taylor, president of the 
Quintard Iron Works, said there never was any graft in 
the New Haven’s relations with him. 

Mr. Folk asked about a ietter which Taylor had 
written to Mr. Mellen in which William Hall McKay, now 
in Europe, suggested that $36,000 spent by him in getting 
piers in New York, presumably from Tammany, be 
charged as cost of repairs to ships. Mr. Taylor said he 
did not know whether the suggestion was followed. He 
merely asked Mr. Mellen whether that would be right. 

New interest was added to the investigation by the 
unsuccessful efforts of the Commission to summon Mc- 
Kay. 

It was learned by the Commission that Mr. McKay 
was at his office in New York Friday and that some time 
during the day he sailed for Europe. Mr. Folk is trying 
now to find out whether he departed before or after his 
name was brought into the proceedings. 

Mellen Is Needed. 

There was a strong impression that before the inquiry 
to find out who got the profits realized in the various New 
Haven deals is finished Charles S. Mellen would take the 
stand to tell a much more detailed story than he related 
when Commissioner Prouty made his original inquiry 
That impression rested largely upon a letter read into the 
testimony while Walter E. Reid, president of the Metro- 
politan Steamship Co. of New Jersey, No. 1, was on the 
stand Saturday. Reid repeated the story of how Morgan 
and Mellen got rid of Charles W. Morse, who was sent to 
the Federal prison at Atlanta, when he, Reid, made Morse 
president of the Metropolitan Steamship Line, the suc- 
cessor to No. 1 company before mentioned. He said Morgan 
and Mellen were furious when he told them he had Morse 
re-elected head of the reorganized company. They told him 
he would have to get rid of Morse, who was then in the 
Tombs prison waiting transportation to Atlanta. Morse 
refused to retire, so Morgan and Mellen organized Metro- 
politan Steamship Company No. 2, and transferred all the 
assets of the Metropolitan Steamship Line to it, leaving 
out both Morse and Reid. 

The witness said he had not seen Mellen since that time, 
five years ago, but he had heard from him. Then Chief 
Counsel Folk offered in evidence a letter Mellen wrote to 
Reid in answer to a letter in which Reid congratulated Mel- 
len for saying so much about the connection of Morgan & 
Co. with the New Haven transactions. This is what Melien 
sent October 9, 1913, in reply thereto: 

“Yours of even date at hand. Am pleased to note you 
liked the Post article. It was very mild—not at all sen- 
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sational—and left very much in reserve to be said later. 
I am getting very tired being jumped on for other peo- 
ple’s misdoings and am going to call a halt. The Post 
article is only a very mild warning that I am tired and the 
thing is getting on my nerves, and what a man in such a 
condition needs, you know, is quiet and rest, and to pile it 
on thick is not the kind of treatment recommended by the 
most approved practices.” 
Acquisition of Morse Line. 

Reid detailed the operations leading to the acquisition 
of the Morse steamship line, into which Mellen, for the 
New Haven, came as half owner, and which he helped by 
taking off three fast freighters so as to give the boats of 
the new line more business. Reid was a satisfactory wit 
ness, and, judging from the letter he wrote to Mellen, h: 
believes the former president of the New Haven will join 
him in making as clear an exposition of the New Haven 
deals as he did. 

Samuel Hemingway, treasurer for the Billard Co. for 
nearly five years, and James W. Brady, commonly called 
“Diamond Jim,” were not satisfactory. The former ad 
mitted that he was a dummy for John G. Billard, who con 
stituted the company bearing his name, which was not a 
corporation, so the testimony indicated, although it had a 
corporation organization. He said it was an investment 
and holding company, but he was hazy about everything 
except that he received $1,000 a year for his services. H« 
was a dummy director on the Boston & Maine. He acted 
always either upon the orders of Billard or of E. D. Rob 
bins, the attorney for the New Haven, or of S. C. More- 
house. He knew that $2,000,000 capital of the Billard com 
pany was provided by the New Haven upon securities d: 
posited with it by Billard, mostly New England Invest 
ment Company stock, a subsidiary controlled by the New 
Haven. 

Brady, connected with many railway supply houses 
was put on the stand with a view to learning his relations 
with Mellen and the New Haven in selling supplies to th 
corporation. He said he sold supplies to the New Have! 
for twenty years before the advent of Mellen and is stil 
selling it stuff. He once gave Mellen an automobil 
but Mellen paid him for it, he said. He said he mad 
many presents. Asked if he thought he could afford pr« 
ents costing as much as $500 he answered, “Yes, or $5,000 
He “joshed” Chief Counsel Folk so that a good deal of his 
testimony had to be stricken from the record. Incidental) 
he let it be known that his “Friday set” of jewelry, dia 
monds set in platinum, had cost $85,000 “cold, hard dollars.” 


CIVIL SERVICE EXAMINATION. 

The United States Civil Service Commission 4 
nounces an open competitive examination June 8 for ex- 
aminer of accounts, for men only. From the register of 
eligibles resulting from this examination certification wi! 
be made to fill vacancies as they may occur in this po 
tion in the Division of Valuation and in the Division 0! 
Carriers’ Accounts, Interstate Commerce Commission, .! 
less it is found to be in the interest of the service to {ill 
vacancy by reinstatement, transfer or promotion. 


LAKE SUPERIOR DEMURRAGE. 

The statement for March of the Lake Superior dem 
rage bureau, showing the number of cars tracked and 
average delay in unloading at Duluth, Minn., and Superi 
Wis., is as follows: Cars, 26,357; days, 34,701; per cen! 
1.32; demurrage collected, $3,198; demurrage uncollect« 
$868; expenses, $819.68, 
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SHORT-HAUL DECISION 


Important Opinion by Commission Under Fourth 
Section—Southeastern Cases 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
The most important decision yet made on the Icng- 
and-short-haul part of the fourth section was handed 
down by the Commission on Thursday. It is entiiled 
“Fourth Section Violations in the Southeast.” It dis- 
poses of fourth section applications Nos, 458, 461, 484, 
540, 542, 601, 602, 603, 703, 769, 782, 799, 915, 972, 1021, 
1024, 1477, 1478, 1479, 1530, 1548, 1561, 1573, 1594, 1625, 
1782, 1952, 2025, 2043, 2045, 2138, 2172, 2218, 2234, 3912, 
3918, 3965, 4048 and 4984. 
In a broad way of speaking, it orders out all rates 
not fully justified by water competitive conditions, ss 
that the lumpy condition of the rate structure in the 


Southeast, after October 1, or whatever effective date 
is finally selected, will be greatly modified. All rates 


forced by water competition are allowed to stand, but 
as to rates to intermediate points, many changes will 
have to be made. The changes will have to be made in 
accordance with a mileage scale. 

While there was much more discussion over the 
intermountain cases, now pending in the Supreme Court, 
this decision is really much more important, because 
the section to which it applies is capable of a greater 
production of tonnage than the intermountain. There 
are many men interested in railroad regulation who 
believe that the development of the Southeast has been 
delayed unduly by a rate structure that tended to make 
almost impossible the development that has followed 
in no more favored regions in the North and East. 

The Southeast, as pointed out in the report, is 
practically an island, being surrounded on two sides 
by the Atlantic Ocean and the Gulf of Mexico, on 
the north by the Ohio and Potomac rivers and on the 
west by the Mississippi, with navigable streams running 
into the interior. Rates originally were made to the 
interior from the head of navigation. Interior com- 
munities built railways from the head of navigation 
toward the mountainous region and rates from the North 
and East were constructed on the rail, ocean, river-and- 
rail beyond basis. 

When the small] railroads were connected the result- 
ing trunk line systems used the former heads of navi- 
gation points as basis for making rates to places beyond 
navigation. In that way the basing point system grew 
up. When the railroads met at Atlanta, Birmingham 
and other interior points where there was no navigation 
the competition between them resulted in making the 
interior junction points places on which rates were 
based. The result has been comparatively low all-rail 
rates from big markets in the North and East to the 
basing points, with very high locals added to the non- 
competitive points. 

The decision reduces these high locals for the haul 
beyond the basing point, in accordance with a mileage 
Scale before referred to, in which the Commission pre- 
scribed rates for distances from 300 to ‘750 miles, one 
rate being for a one-line haul and a higher one for a 
two or more line haul. 

The scale is as follows: 
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Classes. 
Distances. - 1 2 8345 6ABCODERBSF 
300 miles— 
OM Se SSS. cid onan 96 84 69 63 51 45 38 38 31 25 46 55 5 
Two or more lines... 106 92 79 66 56 47 40 44 30 26 52 56 55 
350 miles— 
ie TA since bees 103 89 73 69 55 47 40 41 33 26 50 58 55 
Two or more lines... 110 95 84 69 58 48 39 44 32 27 52 59 57 
400 miles— 
GN COE wkd bbe ances 110 95 77 69 58 49 41 43 34 27 51 59 57 
Two or more lines... 112 98 87 72 60 49 39 44 32 27 54 60 57 
450 miles— 
Ci I os «a 80 ao wee 115 98 80 69 59 51 41 44 34 28 52 60 60 
Two or more lines... 114 100 89 74 62 50 39 44 33 27 55 62 56 
500 miles— 
ce GE -a:4asnbannes 116 99 83 70 60 51 41 45 34 29 53 62 62 
Two or more lines... 120 104 92 76 64 52 40 46 34 29 56 64 60 
550 miles— 
Se ee oe 117 100 85 72 61 52 43 46 35 30 54 65 64 
Two or more lines... 128 112 99 83 69 56 43 48 37 31 61 69 64 
600 miles— 
Error ee 118 102 86 74 63 53 44 47 36 30 56 64 64 
Two or more lines... 131 114 101 85 70 58 44 49 38 32 62 71 66 
650 miles— 
BR” en Sa ee 123 106 89 78 66 56 45 49 37 32 59 67 66 
Two or more lines... 137 118 106 90 74 60 47 51 40 33 66 74 65 
700 miles— 
CIE MOR So acn agaeaid-are 128 110 94 82 70 59 47 51 38 33 63 69 70 
Two or more lines... 142 126 113 94 80 66 50 53 43 35 65 77 71 
750 miles— 
NE MMII x. 5-4: ade, bine kor es 133 114 98 86 73 62 49 54 39 34 70 73 73 
Two or more lines... 147 130 118 98 84 69 53 56 45 36 74 80 73 


What Report Deals With. 


The report deals with rates on classes and com- 
modities from New York to the ports of Charleston, S. C., 
Savannah and Brunswick, Ga., Jacksonville and Pensa- 
cola, Fla., Mobile, Ala., and New Orleans, La., to the 
river points, Memphis, Tenn.; Augusta, Macon, Milledge- 
ville, Hawkinsville, Dublin, Columbus and Albany, Ga.; 
Montgomery, Selma, Demopolis and Tuscaloosa, Ala., and 
to the interior points, Rome, Athens, Atlanta, and Cordele, 
Ga.; Birmingham, Ala.; Jackson and Meridian, Miss., 
and points intermediate thereto on certain direct lines 
through Potomac Yards, Va., Norfolk, Va., and the south 
Atlantic ports. 

The report deals also with rates from Cincinnati and 
Louisville to the same ports, many of the same river 
points and interior basing points with rates from New 
Orleans to the south Atlantic points named above. The 
report deals also with rates from Chicago, Cairo and St. 
Louis to New Orleans, La., Mobile, Ala., Pensacola, and 
Tampa, Fla., Memphis, Tenn., Vicksburg, Natchez, Green- 
ville, Meridian and Jackson, Miss. 

The southeastern carriers, through their applications, 
sought authority to continue lower rates from the points 
of origin to the destinations named above than to inter- 
mediate points on direct lines. The report shows one 
route from each point of origin named to each destination 
and names the rates on the first six classes to all of 
the principal intermediate points where higher than to 
the more distant point. The report is divided into twelve 
subdivisions, numbered, respectively, A to L, inclusive. 

Subdivision A. The carriers operating between New 
York and the south Atlantic ports, all-rail, via Potomac 
Yards, Va., and water-and-rail via Norfolk, Va., are au- 
thorized by the report and order to continue all-rail rates 
and water-and-rail rates from New York to these ports 
which are less than to intermediate points. 

Subdivision B. The carriers operating between New 
York and the ports on the Gulf of Mexico are authorized 
by the report and order to continue all-rail rates via 
Potomac Yards and water-and-rail rates via Norfolk or 
via the south Atlantic ports from New York to New 
Orleans, Mobile and Pensacola, that are lower than to 
intermediate points on the routes named. 

New Orleans and South Atlantic. 


Subdivision C. The carriers operating between New 
Orleans and the south Atlantic ports are authorized by 
the report and order to continue lower rates from New 
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Orleans to Charleston, Savannah, Brunswick and Jack- 


sonville than to intermediate points, provided the rates to 
intermediate points via the routes named are corrected in 
such manner that they do not exceed a certain mileage 
scale of rates named in the report, and in no case exceed 
the combination on the ports. This mileage scale used by 
the Commission as the measure of rates to intermediate 
points is the result of an average of a large number of 
rates selected from comparison. These included rates 
from Cincinnati, Louisville, New Orleans, Memphis, Chat- 
tanooga, Savannah and Birmingham to a large number 
of non-competitive points in southeastern territory. Some 
of the were made over one-line hauls and others 
over hauls participated in by two or more lines. The 
mileage scale used by the Commission authorizes carriers 
rates when made 
over a haul two or more lines than 
when made over a single-line haul. While the Commis- 
sion not attempt in this proceeding to establish 
reasonable rates to all intermediate points on the routes 
considered, the view is expressed that in these situations 
where carriers are asking authority to continue lower 
rates to more distant points they should not be authorized 
to maintain rates to intermediate points that exceed the 


rates 


somewhat higher scale of 


participated in by 


to apply a 


does 


rates named in this mileage scale. 

Subdivision D. This subdivision of the report author- 
izes carriers operating between Cincinnati and Louisville, 
on the one hand, and the south Atlantic ports, on the 
other, to continue lower class and commodity rates from 
Cincinnati and Louisville to the Atlantic ports 
than to intermediate points, provided rates to non- 
competitive increased and 


south 
the 
intermediate points are not 
wherever such rates exceed the rates named in the mile- 
age scale above referred to they must be reduced to be 
not higher than rates named in the mileage scale. 
Subdivision E carriers to 
and commodity Cincinnati 
Cairo, St. Louis Chicago to 
Mexico, New Orleans, Mobile and 
lower than to intermediate points, provided the rates to 
intermediate points south of Meridian and Jackson, Miss., 
where higher than the rates named in the mileage scale 


not exceed the 


continue class 
and Louisville, 
ports on the Gulf of 


Pensacola, which 


authorizes 
rates from 
and 
are 


above mentioned corrected as to 


rates in this scale. 


are so 


Subdivision F authorizes the carriers to continue class 
commodity from Cairo, Louisville, Cincinnati, 
St. Louis and Chicago to Memphis, Greenville Vicksburg 
and Natchez which are lower than to intermediate points, 
provided that the rates to intermediate points where 
higher than the rates named in the mileage scale above 
higher than the 


and rates 


mentioned are so corrected as to be not 
rates named in this scale. 


Authorizes Continuance. 


Subdivision G authorizes carriers to continue class 
and commodity rates from New York to Augusta, Mem- 
phis, Montgomery, Selma, Demopolis and Tuscaloosa 
lower than to intermediate points, provided the rates to 
intermediate points are so corrected as to not exceed 
the rates in the mileage scale above mentioned. The 
opinion is expressed that the rates from New York to 
Macon, Milledgeville, Hawkinsville, Dublin and Columbus 
are unduly preferential; that these rates may properly 
be somewhat less than to intermediate points, but that 
the present relation between the rates to these river 
points and to points intermediate thereto has the effect 
of unduly discriminating against the intermediate points. 
The situation at Albany, Ga., is held to be such that the 
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carriers are not warranted in continuing lower rates to 
that point than to intermediate points. 

Subdivision H authorizes the carriers to continu 
lower rates from New Orleans to Augusta than to inte: 
mediate points. Authority to continue lower rates fron 
New Orleans to Macon, Albany, Columbus, Montgomer 
to Albany than to intermediate points is denied. 

Subdivision I 


Mo 


authorizes carriers to continue lowe 
class and commodity rates from Cincinnati and Louisvill: 
to Augusta, Selma, Montgomery, Macon and Columbu 
than to intermediate points. Authority to continue low: 
class and commodity rates from Cincinnati and Louisvill. 
and Selma than to intermediate points is denied. 

Subdivision J authorizes the carriers to continue lowe: 
rates from New York to Rome, Birmingham, Meridia 
and Jackson than to intermediate points, with certai! 
restrictions concerning the rates to intermediate point 
Authority to continue from New York 
Atlanta, Athens and Cordele intermediate 
via the routes considered is denied. 

Subdivision K. Authority to continue lower class and 
commodity rates from New Orleans to Atlanta’ Birming 
ham, Athens, Rome and Cordele than to intermediat: 
points via direct lines is denied. 

Subdivision L. 


ap 
he 
ehe 
ind 
Rail 
Wal 
on! 
Miss 
lies 


ind 
rates 


than to 


owe 
lower tain 


points stoc 
bral 
with 


Chal 


Authority to continue lower class and 
commodity rates from Cincinnati and Louisville to Atlanta 
Athens, Rome, Birmingham, Cordele, Meridian and Jack 
son than to intermediate points via direct lines is denied 
Authority to lower and 
from Chicago, Cairo and St. Louis to 


not 


sect 


continue class commodity rates 


Meridian and Jack 
son than to intermediate points via direct lines is denied 


ide 


ern 


CAR SURPLUS,AND SHORTAGE 


The American Railway Association, in Statistical Bulle 


the 
emp! 
Orle 
the 
tin No. 167, gives a summary of car surpluses and short 
ages from December 31, 1912, to May 1, 1914, as follows 

Total surplus: May 1, 1914, 230,533 cars; April 15, 1914 
213,324 May 1, 1913, 53,977 April 25, 191 
151,186 April 1911, 189.524 April 27, 191 is § 
102,085 mill 

Total 
1914, 455 
12,305 cars: 


5,766 


mon; 
then 
ing 

cars; cars; 


cars; 26, cars; 
cals. 

shortage: 1914, 
14,178 


2,518 


1,654 


cars; 


May 1, cars; 
May 1, 1913, 


April 26, 1911, 


April 
April 25, 191 
April 27, 191 ' 


cars; 
cars; 
cars. 

Surplus cars continue to decrease and there is now t! the 1 
largest surplus since 1909. A slight reduction of 
is noted in the southeast and southwest groups 
heavy increase in the eastern districts. A small 
of box cars has developed in the Middle West. 


surpl 
and 
shortas 


The car-location bulletin shows the following for Ap! 
15, 1914: 

Total against 2,333.6 
1913; number of roads reporting, 291, as against 334 
1913; total cars on line, 2,353,244, as 2.346,014 


cars owned, 2,382,900, as 56 


struc 


against ope 


surplus, 213,324, as against 70,715; shortage, 455, as again pin 
13,217. vhe 
thro 


not 
RATES ON CLOCKS AND WATCHES. 


the 

The complaint of the Western Clock Co. of La Sal court 
Ill., against the transcontinental lines for a carload rati! to a 
on clocks, a carload rating on clock-watches, and 
mixed carload rating to Pacific coast points was hear’ 
in Chicago before Examiner Gerry of the Interstate Cor 
merce Commission Wednesday. The clock company sai 
that if the rates it desires are made its coast busine: 
would be increased 50 per cent. 


rates 
fully 
ludi 
ress 


nvid 
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TAP LINE CASES AGAIN 


More Briefs Filed for a Rehearing With Inter- 
state Commerce Commission. 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

For persistence, Banquo’s ghost had nothing on the 
ap-line case. Two of the short lines reappeared before 
he Commission on Monday, in the form of briefs, for 
ehearing in the case of the Salem, Winona & Southern 
ind argument for larger divisions for the Crittenden 
Railroad Co. The former, represented by Luther M. 
Walter and H. M. Garwood, lies in southern Missouri and 
with the Frisco. Its chief stockholder is the 
Missouri Lumber & Mining Co. The Crittenden road 
lies in the Mississippi bottoms, between the Mississippi 
ind St. Francis rivers, and connects with the Iron Moun- 
tain and Rock Island roads in Arkansas. Its principal 
stockholder is the Crittenden Lumber Co., but it has built 
branches to serve lumber companies not at all connected 
that industry. It is represented by Marsilliot & 
Chandler. 

The argument in behalf of the Crittenden road is that 
the allowances made by the Commission for the movement 
of the proprietary lumber is not great enough to cover 
the actual expenses incurred therein and is therefore 
not in line with the decisions as to allowances under 
section 15, and the New York sugar lighterage case, de- 
ided by the Supreme Court. 

The brief in behalf of the Salem, Winona & South- 
ern is on an application for a rehearing and embraces 
the whole subject, and some rather sharp language is 
employed. The original assertion is that at the New 
Orleans hearing, which was the principal one in the case, 
the Winona was not represented by counsel and no testi- 
mony was taken as to the reasonableness of the divisions 
then in existence and that there was practically no show- 
ing as to the use of this common carrier by the public. 

To illustrate that point, the brief quotes the report 
is saying that the road serves one small independent 
mill on its rails and another three miles away, the prod- 
uct of which is teamed to it. As a matter of fact, the 
brief asserts, there are twenty-three mills. 

The brief takes pointed exception to a declaration in 
the tap-line report that “it is admitted in the record that 
the tap line was incorporated for the purpose of securing 
divisions out of the rates, and trackage rights from the 
Frisco.” 


onnects 


with 


Statement Not Just. 


“This form of statement occurs constantly through- 
out the opinion, in a great many of these cases,” says 
the brief. “It is apparent that no railway is ever con- 
structed except for the purpose of furnishing transporta- 
‘ion and receiving revenues for the service. After the 
pinion in the Central Yellow Pine Association case, 
vhere it was properly said that no divisions of the 
through rate could be accorded to any railway that was 
not a legal common carrier, and it did not assume all 
the burdens and obligations as such, it followed, of 
course, that every railway that desired to become a party 
‘o a through route, and receive divisions of through 
rates, should assume all the obligations and establish 
fully its character of a common carrier. This, many, in- 
luding the Salem, Winona & Southern, did. This ex- 
ression, therefore, so often used, and evidently in an 
invidious sense, is not a just one.” 
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The Salem, Winona & Southern, the brief asserts, 
never for a moment performed any plant facility service. 
It has been a common carrier from the first moment of 
its creation under the laws of Missouri. 

“The fallacy of stock ownership has - thoroughly 
poisoned and permeated the opinion in these cases, from 
inception to finish,’ says the brief. “It is a proposition 
that cannot be controverted that, if the same stockholders 
that own this railroad did not also own the stock of the 
Missouri Lumber & Mining Co., no question as to its 
divisions, which were less than the local rates for the 
same service prescribed by the Missouri commission, 
would ever have been raised. 

“In this case competing trunk lines are not bidding 
for the traffic. The only connection of this line is the 
Frisco. Surely the traffic officials of that line could be 
relied upon to yield up no more of the through rate than 
pusiness fairness should dictate. 

“There is thus presented to this Commission the 
spectacle of a common carrier, which is an absolute ne- 
cessity to a great community, being slowly starved in 
order that a theory may be applied—a theory which runs 
counter to the commodities clause of the Commerce Act, 
and is sustained by the decision of no court yet rendered, 
but which is in direct conflict with the decisions of every 
court which has discussed the same or similar questions. 
This application has been pending now for more than one 
year.” 

More Briefs Filed 

More briefs in tap-line cases were filed Tuesday. On 
account of the identity of the questions raised in that 
line of cases with those coming up in the industrial rail- 
ways case, it may be stated that most of the attorneys 
in the tap-line cases are taking their stand on the flat 
proposition that the Commission is without power to 
consider the stock ownership of these short lines at all 
in the fixing of reasonable rates; that its only jurisdiction 
is over the rates themselves, making service, and not 
stock ownership, the test of what is a reasonable rate 
for all shippers, regardless of whether they are or are 
not stockholders in the railroad that hauls their traffic. 

The briefs submitted on Tuesday are in behalf of 
the Tremont & Gulf, owned largely by the Tremont Lum- 
ber Co., which has a mileage of nearly 100 and which 
runs through three counties in northern Louisiana and 
which is on exactly the same footing as the Louisiana 
Railway & Navigation Co., the Louisiana & Arkansas and 
the New Orleans & Great Northern, which the Commis- 
sion has declared to be trunk lines, although owned by 
lumbering interests. 

In his brief Judge Garwood asserts that the testimony 
proves, “beyond a reasonable doubt, that the divisions 
allowed by the Commission to that company are so inad- 
equate that the company is being rapidly driven into 
bankruptcy; that it is not making its operating expenses, 
and that its property is therefore being confiscated.” 


ALABAMA RATE QUARREL. 

At a meeting of the Jefferson County Anti-Henderson 
Club at Birmingham, Ala., resolutions were adopted con- 
demning the president of the railroad commission for his 
part in the recent rate settlement and calling upon all 
citizens of Alabama who hold rebate coupons which were 
cancelled by the order of the railroad commission to com- 
municate with Secretary B. Cintson of the Anti-Henderson 
Club. The resolutions pledge the club to do all in its power 
before May 11 to bring about the repudiation of the rate 
settlement by the defeat of Mr. Henderson. 
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WATER-LINE HEARING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The first of a series of hearings lasting through May 
and into June on the applications of railroads for per- 
mission to retain their water-line adjuncts was begun 
at the New Willard Hotel Wednesday. The first two 
days were devoted to the application of the Pennsyl- 
vania Railroad Co. and its subsidiary, the Northern 
Central, to retain possession of the Anchor Line steam- 
ers on the Great Lakes. The first hearing on those 
applications was had nearly two months ago, but the 
advanced rate case broke up the program then arranged. 
George Stuart Patterson, representing the Pennsylvania, 
and O. E. Butterfield, attorney for the New York Cen- 
tral Lines, had to be in attendance at the advanced 
rate case, hence the disarrangement of the program. 

D. C. MelIntyre, traffic manager of the Detroit & 
Cleveland Steam Navigation Co., not owned by any of 
the railroads, was put on the stand to testify that the 
Association of Lake Lines, of member, 
forbids it making joint rates with 
Buffalo on traffic destined to New 
to make through route and joint rate arrangements with 
lake-and-rail without the consent 
owned by the 


which it is a 


canal lines east of 


York. It is not free 
railroads for business 
of the boat 


words, it is 


railroads. In other 
arrangements to the 
lake-and-rail arrangements 
moving by the railroad- 


proprietary rail 


lines 
restricted in its 
join in the 
traffic 
rails of the 


rail 
carriers which 
intended to keep the 
owned boat lines to the 
carriers. 

C. C. McCain, 
until 190:, called for 
Elder, who conducted the 
Numerous clashes occurred 
and Attorney Patterson. The latter 
would be well for the examiner to 
he knew anything on a particular 
ing him questions as to details on subjects on which 
the witness had no information. The object of the 
cross-examination was to show that the restrictive ar 
rangements in effect in 1899 continue to this day. Mr. 
Elder offered in testimony, subject to verification, copies 
of the rules and agreements which the railroads 
and the boat lines operated. He said the originals 
would be offered in testimony in the case to be made 
up on the application of the New York Central for per- 
mission to continue its ownership and operation of its 
floating adjuncts. 


who was commissioner of the asso- 
cross-examination by 
inquiry for the 
between him 
that it 
witness if 


before ask- 


ciation 
Examiner 


was 


Commission. 
remarked 

ask the 

subject 


under 


what amounted to 


Bolle, an examiner 


Thursday testimony consisted of 
a report of his investigation by A. H. 
for the Commission, as to the things done by the Penn- 
Anchor Line to restrict movement by water. 
He put in more than a exhibits in which he 
stated not merely facts, but drew conclusions from that, 
which, if the inquiry conducted under the 
rules of a law court, would not have been admissible. 
The tendency was to show that the railroad company used 
its lake line to force business to its all-rail routes, one of 
the strongest points being made by the fact that the 
Pennsylvania Railroad makes no lake-and-rail rates in 
the territory west of the Grand Rapids & Indiana, which it 
controls, in the lower peninsula of Michigan, but does 
make such rates to territory east of the G. R. & IL, to 
which it has no rail lines. Mr. Bolle went into minute 
analysis of the tonnage figures, especially for 1912, to 


sylvania’s 
score of 


were being 
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substantiate the theory that the lake line is used mere] 
to prevent competition between the Pennsylvania’s all-rai 
routes and the water routes. He included in his testimon) 
copies of which were introduced as exhibits, long excerpt 
from the testimony of C. C. McCain in the Flour City Lin 
and other 


cases. 


WATERWAY MOVEMENT BEGUN 


A movement for the comprehensive development o 
the whole inland waterway system was organized in th: 
Business League at St. Louis th 
week, under the direction of three governors an‘ 
by delegates representing the commercial clubs of cities 
River from Minneapolis 
Orleans. Arrangements were 
organization by bringing into th 
alliance the governors of all Mississippi River states an: 
the commercial associations of all the Mississippi Riv 
cities and towns, and to enlist the co-operation of tl 
United States government. 

The aims of the movement are the improvement a! 


offices of the Men’s 


state 
and towns on the Mississippi 
and St. Paul to New 
to enlarge the initial 


mad 


utilization of the inland waterway system, the restoratio 
of freight traffic on the rivers, the construction of stan 
ardized terminals and points, a 
the articulation of with rail 

The three governors in attendance—Adolph O. Ebe! 
hart of Minnesota, Edward F. Dunne of Illinois and Ellio 
W. Major of Missouri—were empowered to invite tl] 
chief executives of Iowa, Wisconsin, Kentucky, Arkansas 
to join the moves 

Business Me! 

Mississippi River 


shore facilities at all 


water transportation. 


Tennessee, Mississippi and Louisiana 


Under their management the 


undertake to 


ment, 


League will enroll all 


cities and towns. 

The meeting was called by the League at the requé 
of the St. Paul The followi 
resolutions were adopted: 


Resolved, That Governor Eberhart of Minnesota, 
Dunne of Illinois and Governor Major of Missouri be and t 
are hereby requested to act as a committee and as such p! 
pare a definite plan for an organization which will formulaté 
plan for a comprehensive inland waterway and terminal 
provements by all the states and shipping points touching 
the Mississippi River and its tributaries: said committee 
invite suggestions from the governors of the other states, 
cities and towns interested, concerning the plan of organizat 
said committee to submit said plan at an interstate conferer 
to be held in the City of St. Louis, not later than early 
on such date as the committee may select and announce, 
the basis of representation at said conference to be such 
said committee may decide and announce by joint proclamat 


Association of Commerce. 


Gover! 


The committee on resolutions comprised: Govern‘ 
Edward F. Dunne of Illinois, chairman: Governor Elli 
W. Major of Missouri, Governor Adolph E. Eberhart 
Minnesota, W. E. Decker, J. W. Cooper, A. M. Compt 
W. B. Stevens and John H. Bernhard. 

Col. John A. Ockerson, of the Mississippi River c« 
mission, submitted the following resolution, which w 
adopted unanimously: 


Resolved, That it is the sense of this conference that 
quate terminals for the interchange of freight between 1 
and rail are essential to the restoration of traffic on the Mis 
sippi River and its tributaries. 


MINNESOTA PERCENTAGE RULES. 


The railroad and warehouse commission of Min! 
sota, pursuant to the law of 1913, has prepared gene! 
rules for fixing percentage relations to govern in 
making of reasonable maximum joint rates, to be appli 
to movements of intrastate shipments of carload a 
less-than-carload lots, and has fixed May 13 as the d 
for the railroads to appear and show cause why t 
rules and rates established thereby should not be adopted 
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AN UNREPORTED OPINION 


Because of its more than passing importance, we 
are printing herewith the substance of the Commission s 
unreported opinion, A-418, a brief abstract of which was 
with other unreported opinions recently. The 
ease is No. 6479, Acme White Lead & Color Works 
et al. vs. Northern Pacific Railway Co. et al., submitted 
Jan. 6, 1914; decided Jan. 12, 1914. Rates applicable 
to certain commodities named in I. C. C. 948, R. H. 
Countiss, agent, shipped from points on and east of 
the Missouri River to Spokane, Wash., between June 15, 
1912, and Aug. 1, 1913, were found unjustly discrimina- 
tory, and reparation was awarded. 


printed 


Report of the Commission. 


This case is submitted upon petition and answer 
and a stipulation which sets forth the facts. Exhibits 
filed in the record name many of the commodities witn 
respect to which complaint is made, but they need not 
set out in detail. In accordance with an agree 
representatives of carriers serving Spok- 
ane and a committee representing the merchants and 
manufacturers of that city, the rates named to Spokane 
. were to be made certain percentages of the rates from 
points of origin to North Pacific Coast ter- 
minals. A number of rates, made effective, as aforesaid, 
on June 15,5 1912, were based upon proposed increased 
rates to the terminals published in I. C. C. No. 953 of 
R. H. Countiss, agent. The tariff naming the advanced 
rates to the terminals was suspended by the Commission 
in I. & S. No. 154. As a result the rates to Spokane 
were a higher percentage of the rates to the terminals 
than the defendants and shippers had agreed they should 
be. It is alleged in the complaint that rates to Spokane 
upon the proposed increased rates to the ter- 
minals were unjustly discriminatory against Spokane. 
Effective . April 15, 1913, the Commission vacated its 
Suspension of the increased rates to the terminals. The 
defendants published Sup. 20 to I. C. C. 948 of R. H. 
Countiss, agent, effective Aug. 1, 1913, which named 
rates to Spokane in substantial accord with the agree- 
ment with the Spokane shippers. 


It further appears that on Oct. 5, 1912, an agree- 
ment was entered into between a committee representing 
Spokane merchants and manufacturers and represent‘- 
tives of the Great Northern Railway Co., the Northern 
Pacific Railway Co. and the Oregon-Washington Railroad 
& Navigation Co. to the effect that, subject to the ap- 
proval of this. Commission, the defendants recognized 
their obligation to allow claims for reparation on ship- 
ments from eastern points to Spokane made since June 
15, 1912, which moved under rates predicated upon in- 
creased rates to the terminals. It was further agreed 
that reparation should apply on all shipments made up 
to the date rates to Spokane were established in con- 
formity with the agreement with its representatives. It 
was also agreed that the measure of the reparation 
Should be the difference between the rate paid and 
what the rate would have been had the tariff naming 
rates to Spokane been based upon the rates to the ter- 
minals in effect on June 15, 1912. 


Complainants pray for an order permitting the de- 
fendants to pay reparation on the basis of the above 
agreement on shipments moving from the eastern points 
of origin here involved to Spokane between July 15, 
1912, and Aug. 1, 1913. The defendants concede that 


here be 


ment between 


the same 


based 
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it is just and proper that such an order should be 
made. 

Under all the circumstances shown in this record we 
are of opinion and find that rates charged by the de- 
fendants for the transportation of commodities named 
in I. C. C. 948 of R. H. Countiss, agent, which were 
predicated upon increased rates to the terminals pro- 
posed in I. C. C. 953 of R. H. Countiss, agent, were 
unjustly discriminatory against Spokane. We further 
find that the complainant herein and all other Spokane 
merchants and manufacturers who paid rates on traffic 
moving from the eastern points involved to Spokane be- 
tween June 15, 1912, and Aug. 1, 1913, were damaged 
and are entitled to reparation. A permissive order in 
accordance with the prayer of the petition will be issued. 


ORDER 

It is ordered, That the defendants be, and they are 
hereby, authorized to pay reparation to the complainants 
herein and all other receivers of freight in Spokane, 
Wash., similarly situated, on shipments of commodities 
named in tariff I. C. C. 948 of R. H. Countiss, agent, 
made to Spokane, Wash., between June 15, 1912, and 
Aug. 1, 1913, from points on and east of the Missouri 
River, on the basis of the difference between the rates 
paid and what the rates would have been had the tariff 
naming rates to Spokane, effective June 15, 1912, been 
based upon the then existing rates to North Pacific 
Coast terminals. 

It is further ordered, That each defendant carrier 
that adjusts claim or claims for reparation hereunder 
shall, on or before May 1, 1914, file with the Commission 
a detailed report of all payments so made. Each such 
report shall be certified to as complete and correct by 
the principal accounting officer of the carrier making the 
report, and shall show as to each shipment the point 
of origin, destination, consignor, consignee (car initials 
and number, if carload shipment), weight as billed, rate 
applied, amount collected, corrected rate, amount re- 
funded, and, if any other carrier participates in that 
refund, the name and initials of each such carrier. 


LARGE SUM AWARDED 


In an unreported opinion written by former Commis- 
sioner Prouty, but just now published, the Commission 
has issued reparation orders in the complaint of the Cat- 
tle Raisers’ Association of Texas against the Missouri, 
Kansas & Texas et al., amounting to probably the largest 
sum that has been awarded in any case aside from the 
Yellow Pine and Meeker complaints. The report, which is 
designated as “Unreported Opinion No. A-583,” is a printed 
document of sixty-seven pages. The sums allowed are as 
follows: 

Atchison, $27,832 principal and $10,459 interest; Chi- 
cago & Eastern Illinois, $1,360 principal and $470 interest; 
Chicago & Alton, $572 principal and $189 interest; Rock 
Island, $13,218 principal and $4,821 interest; Illinois Cen- 
tral, $1,536 principal and $592 interest; M. K. & T., $39,777 
principal and $15,002 interest; Missouri Pacific, 224 prin- 
cipal and $86 interest; Iron Mountain, $2,736 principal and 
$958 interest; St. Louis & San Francisco, $20,211 principal 
and $7,470 interest; and the Texas & Pacific $231 principal 
and $97 interest. 

The order is that the reparation be made on or before 
June 15. It is believed the carriers will resist payment 
and take the cases to court. 














918 


WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 

in Classification No. 52 





The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. B. Prendergast. 
The Western Classification Committee will on the dates and 
at the hours named, consider the_ following applications for 
changes in ratings, rules, etc., in Classification No, 52. Inter- 
ested persons desiring to appear and present arguments will be 
heard in the committee conference room, 1875 Transportation 
Building, Chicago. 
MONDAY, MAY 138, 1914. 
Docket No. 68—10:00 A. M. 
(To cancel Item 14, Page 141.) 


Furniture, L. C. L.: Chairs —Office chairs, revolving, bases re- 
versed and screwed tight to bottom of seat, protecting the 
castings, in boxes or crates, or wrapped in burlap, first 
class. 


Docket No. 69—10:30 A. M. 

Shipper proposes the addition of Pumping Jacks to the Note 
under Item 33, Page 277, covering Windmills and Parts of, 
making item read: 

Windmills and Parts of, including Regulators and Springs or 
Equalizers, and Steel Tanks, subject to Rule 21B, Wooden 
Tanks, Angle Iron and Timbers prepared for Windmill 
Towers and Iron Water Tank Supports, in packages or 
loose, C. L., minimum weight 24,000 pounds, class A. 

Note.—With shipments of windmills there may be included 
in mixed carloads, iron and wood pumps (windmill or 
hand), pump cylinders, pump or sucker rods (wood or steel), 
pumping jacks, pipe and pipe connections for forming pumps 
sufficient to equip the windmills shipped, and gasoline 
engines. 

Docket No. 70—11:00 A. M. 

(Cancels Item 19, Page 153 and Item 38, Page 199.) 

The following descriptions on harness and saddlery, sub- 
mitted by the Committee on Uniform Classification, with rat- 


ings proposed by the Western Classification Committee, are 
docketed for consideration: ; 
Harness and Saddlery: Blankets, Covers or Nets, Horse, in 


bales or boxes, first class. 





WESTERN CLASSIFICATION HEARINGS 


A large representation of shippers appeared before the 
Western Classification Committee Thursday morning on 
Docket No. 66. All expressed themselves as satisfied with 
the proposition of the Uniform Classification Committee, 
which was the item docketed, except the fishpail men, who 
objected to the changes provided in the methods of head- 
ing. The proposition that interested them was to change 
the rule in regard to fastenings. Those who appeared 
were: H. B. Freck, Acme Steel Goods, Chicago; E, J. 
Cornell, T. M., Southern Cotton Oil Co., Chicago; Wm. N. 
Armstrong, president, Ben T. Hosking & Bro., Chicago; 
Cc. B. Heinemann, assistant manager, T. D. Morris & Co., 
Chicago; F. A, Crow, Swift & Co., Chicago; Martin Van 
Persyn, Sprague, Warner & Co., Chicago; W. C. Lindsay, 
National Confectioners’ Association, St. Louis; H. O. 
Weege, American Metal Fasteners Co., Chicago; C. J, Cun- 
ningham, Swift & Co., Chicago; Frederic W. Ericson, Ar- 
mour & Co., Chicago; Julius Haffner, Rueckheim Bros., 
Chicago. The docket proposed certain changes in Rule 8, 
Section 8. 

In the afternoon, Docket No. 67 was taken up. The 
proposition, as made by the Uniform Classification Com- 
mittee, was to put in the same class all kinds of plaster- 
ing fiber. William F. Schierholz, of the Cottonwood Fiber 
Co., St. Louis, protested against giving his fiber the same 
rate taken by more expensive fibers, such as manila fiber. 
His is a cheap wood fiber that sells for $12 a ton. He 
was supported in his position by S. A. Walker, vice-presi- 
dent of the Acme Cement & Plaster Co., St. Louis, a 
buyer of the product. They insisted that the proposal to 
raise the carload rate to fifth class would make it impossi- 
ble to do business. Mr. Schierholz also thought the less- 
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than-carload rating proposed too high, but he waived his 
objection because the movement was so small. The only 
way he would be hampered, he said, was in sample or trial 
shipments. Chairman Fyfe said the Western Committee 
would ask the Uniform Committee to make a separation 
of the kinds of fiber, and the protestants went away 
satisfied. 







CAR BALANCE AND PERFORMANCE 





The American Railway Association’s Statistical Bul- 
letin No. 168, covering Car Balance and Performance 
for January, 1914, gives the following information: 

The miles per car per day were 22.9, compared with 
23.5 for December. This figure for January, 1913, was 
24.5 


we 


Ton miles per car per day for January were 338, 
compared with 369 for December. This is a decrease 
of 13.78 per cent, compared with the figure for January 
1918, which was 392. 

The proportion of home cars on line was 62 per 
cent, compared with 56 per cent in December. This is 
an increase of 11 points over January, 1913. 


The per cent of loaded car mileage decreased from 


65.7 per cent in December to 64.5 per cent in January. 


This figure for January, 1913, was 68.5 per cent. 

The average earnings per car per day decreased 22 
cents to $2.18 in January. This figure for January, 
1913, was $2.45. 





INCREASE ON AUTOS OPPOSED 





The Ford Motor Co. and other automobile manufac 
turers of Detroit, Mich., have filed a brief with the Inter 
state Commerce Commission on the proposed increase in 
freight rates and on the proposed charge for spotting 
service. Objection is made to any advance in rates on 
automobiles on the ground that automobiles are alread) 
paying a high rate, 10 per cent above first class, with a 
10,000-pound minimum. It is contended that this rat« 
is too high, that an increase in Official Classification ter 
ritory will increase the through rates to all points in 
the United States, and that the charge will fall on th: 
buyer rather than on the shipper, because automobiles 
are sold f. o. b. Detroit. Accompanying the brief is an 
exhibit showing that in six months the revenue received 
by the carriers on outbound shipments from the Ford 
Motor Co. was $6,020,158. This was on 122,634 automo 
biles destined to 26 cities. The average rate charged per 
car ran from $33 to $310. The largest number of cars 
shipped to any single destination was 11,311, sent to 
Chicago, the freight charges being $239,031. In the year 
1913, 59,066 carloads of automobiles were shipped fron 
Detroit, in addition to a large number shipped in less than 
carloads. 


PARCELS POST IN CANADA. 


The Canadian railways will co-operate with the Do 
minion government in the establishment of a parcel pos 
system, the government having agreed that the maximun 
weight allowance shall be 11 pounds, and that payment 
shall be made to the railroads for the space used ol! 
each trip, and not according to weighings at long periods 
as is the custom in this country. In Canada the railroads 
operate their own express companies. 
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A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


INDUSTRIAL RAILWAYS MATTER 


Analysis and Proposed Solution by Andrew R. Sheriff. 

of the recent arguments in the “Rate Ad- 
vance which counsel for the Interstate Com- 
merce Commission is reported to have conceded that 
the revenues of the trunk-line railroads are “smaller 
than is consistent with their assured prosperity and the 
welfare of the community,” but contends that service 
illowances, spotting and other terminal services ren- 
dered by the railroads to industries should be eliminated 





In view 
Case”—in 


or made to contribute to such revenues before any 
general advance of through rates is granted—it is fair 
to assume that they reflect in a measure the attitude 


of the Commission: and from this it follows that the 
questions pending in the “Industrial Railways Case” 
may be expected to come up again at an early date 
for further adjustment by the Commission. 

It is probably advisable to regard the opinion filed 


by the Commission in the “Industrial Railways Case” 
under date of Jan. 20, 1914, 29 I. C. C. R., 202, as the 
starting point of such further adjustment. That opin- 


ion has already been frankly criticized by the petitions 
for rehearing now pending in that case, and otherwise, 
so that no further fault need be found with it here. 
Neither would this matter be helped. by attempting to 
describe the cataclysmic condition of rates and charges 
pertaining to rail services between the trunk lines and 
the industries which has resulted from that opinion. 


While the matter is intricate and confused, yet 
inder orderly and scientific procedure, co-ordinating in 
1 complete framework all the features of the case, it 


is quite capable of being adjusted and settled. 

The task at hand is to outline such a method of 
correct and feasible adjustment, the disclosure of which 
would doubtless cordially welcomed by all parties 
concerned. 

The Commission, by its opinion rendered, declares 
in effect its principle to be, that all agencies of transfer 
by rail in which the industrial plants served by them 
have a proprietary interest, must be regarded as sub- 
ect-matter for the consideration and contro] of the 
Commission separate and apart from the trunk lines, 
ind as absolutely devoid of right to participate in the 
charged by the trunk lines for interstate trans- 
ortation, or to be compensated by the trunk lines for 


be 


ates 


rail transfer services rendered in connection with inter- 
tate transportation. ; 
As to the difficulties besetting the Commission 


vhile it was formulating this theory, it should be recog- 
ized that it has long been submerged in a multiplicity 

affairs of the most important and complicated char- 
acter, such that cannot be directly adjusted, but can 
nly be evolved by a long process of consideration 
nd experimental treatment; and this matter of terminal 


il services is only one of the many of their initial 
Stages preceding scientific solution. 





“Henn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 





In the Industrial Railways Case the Commission is 
looking for unlawful discrimination and rebates. In the 
Rate Advance Case the Commission is looking for fea- 
tures involving economic waste, not necessarily unlawful. 


In the first, “real railroads” and “plant facilities,” 
demurrage and “per diem reclaim privileges” were un- 
der inquiry. In the second, the same subject matter, 
with “ferry cars,’ “tunnel service,’ lighterage, dray- 
age, reconsignment privileges, storage and other inci- 
dents of transportation were under inquiry. It is not 
surprising, then, to find that there has been some con- 


fusion of ideas in considering such a complexity of 
questions involved with the great mass of matters 
submitted. 


Elements of the Industrial Railways Case. 

We are here feeling about for the fundamentals of 
the Industrial Railways Case, and endeavoring to find 
the principles of a sound and feasible solution of it. 
This case undeniably calls for the keenest of analyses, 
and most patient cogitation, before a sound method of 
adjustment can be defined. It is necessary to consider 
each feature of it separately. . 


(a) “Real railroads” is the phrase invented to desig- 
nate those railroads respectively owned by, or associ- 
ated in ownership with, one or more of the industries 
served by such railroad; which nevertheless is so ex- 
tensive with its road-haul of substantial length included, 
serves so many other shippers tributary to it, and is 
so definitely an instrumentality of public service, that 
its character as a common carrier is fully established. 
There are several conspicuous specimens of this class 
described in the opinion referred to, which are not 
diminished in thé slightest degree by being classified 
there as “plant facilities.” The fact as to the owner- 
ship of these railroads cannot change their physical 
character or the extent of the public service in which 
they are employed; whether owned by the industries 
served, or by entirely independent proprietors, the rail- 
road and the service it performs are the same. In the 
ownership of independent -proprietors their full-grown 
stature would not be impugned. 


Neither does any fact of proprietorship, or extent of 
service, hinder the power of the Commission to regulate 
such railroads, by appropriate methods, to prevent them 
from being used as the instruments of unlawful rebates 
and preferences to their industrial owners. But this 
seems to have been overlooked by the Commission in 
preparing its opinion; and apparently as a method of 
approach to condemn the divisions of through rates 
which these roads enjoyed, it declared them all mere 
“plant facilities,’ not instruments of interstate  trans- 
portation—a conclusion which seems opposed to the 
undisputed facts, and unnecessary for reaching the 
result desired. 

The way we suggest this class of roads be treated is 
this: Their true character as instrumentalities of pub- 
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lic railroad service—‘“real railroads’—should be frankly 
recognized, without discolorment or diminution by con- 
siderations of ownership. But the fact of ownership 
comes into view in the process of eliminating all chance 
of unlawful preferences and rebates to their industrial 
owners served by them; and this is accomplished by 
limiting their schedule of charges to reasonable rates of 
compensation for the services performed, whether for 
their owners or for other tributary shippers, so that their 
owners may not unduly profit either by excessive charges 
levied against the tributary shippers or by excessive pay- 
ments of any sort made by the trunk lines. 

So, if the through rate and transportation service of 
the trunk line begins or ends at the junction point, the 
tributary shippers pay the “real railroads” only a rea- 
sonable rate for the haul between that point and their 
plants; while the proprietary plant gets its service at 
similar expense, whether through the cost of maintait- 
ing the railroad if it takes the service free, or through 
paying like rates into the treasury of its railroad.* Or 
if the through rate covers community plant delivery, the 
trunk line rightly pays according to such schedule of 
reasonable charges for all the hauling beyond the junc- 
tion point out of its through rate, which it has charged 
and collected for the entire haul; and the proprietary 
plant, being entitled to delivery just the same as the 
tributary plants, is undeniably entitled to have its rail- 
road paid its rate for delivery to the proprietary plant 
just the same as for delivery to the tributary plants. 
This conclusion seems to be beyond reasonable doubt. 
And to suggest a test, if this is not so then the trunk 
line must be held exempt from performing its contract 
to make plant delivery, or entitled to hold the rate for 
delivery haul which it does not make or procure to be 
made, upon the sole ground that the consignee owns 
the connecting railroad. This reason is obviously insuf- 
ficient for any such discharge of the trunk line, or de 
privation of the consignee. 

In this connection another question arises. It is a 
general practice of consignors to specify ‘‘plant deliv- 
ery” or “delivery at the works” of consignee, in the bill 
of lading, and the car is accepted and paid for on those 
terms. The contract of carriage is then binding for de- 
livery, at the expense and through the agencies of the 
trunk lines, at the plant of the consignee. The contract 
is not fulfilled by any delivery or abandonment of the 
car away from the plant or at the junction point. If 
the consignee is obliged to employ its own instrumental- 
ities—its “real railroad’—at its own expense to com- 
plete the haul and placement, the trunk line is legally 
obliged to make good such expense, either as the cost 
of the necessary agency to complete the performance 
of its contract, or as the measure of damages for the 
breach of the contract. 

(b) The phrase “plant facility’ has a certain proper 
meaning, viz., any useful instrumentality employed in 
the manufacturing process of an industrial plant. Ex- 
cluding captious hypotheses, an article cannot be at the 
same time an instrumentality of both plant operation 
and interstate commerce. The same instrumentality, 
such as a locomotive or a car, may be used at different 
times in either employment, but not in both at once. A 
“plant facility’ is something entirely apart from com- 
merce. But the term has been frequently applied, al- 
most as an accusation, by the Commission and others, to 
a certain class of smaller industrial railroads, doing 
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mostly local switching and spotting service in con 
nection with the transportation of carload freight fo. 
their proprietary plants respectively, and perhaps a 
few neighbors. Such railroads have a sound claim to be 
deemed instrumentalities of commerce in performing 
such services, as well as being otherwise “plant facil 
ities” in the internal handling of materials in process 
of manufacture. We shall therefore, by reason of this 
equivocation, refrain from using the term “plant facil 
ity’; and proceed to consider the specific characteris 
tics of this class of railroads, in their relation to com 
mere, under the designation “plant railroads.” 

(c) A typical “plant railroad” is much more limited 
in its scope than a “real railroad” and differs essentially 
from a “real railroad” in having no line haul of con 
siderable extent. Let us describe it in its weakest form 
In extent it includes the plant tracks between the fac 
tory building and the boundaries of the plant yard; at o1 
near the latter point it has interchange tracks connect 
ing with the trunk line tracks, and perhaps a few spurs 
running to one or more neighboring plants, with possibly 
a public team track; it owns one or more locomotives 
and perhaps a few cars for use about the plants, with 
possibly other accessories; it may be embodied in an 
incorporated railroad company under the state laws, or 
it may be operated as a bureau of the industrial com 
pany ownDing it. 

The question whether it is incorporated or unincor 
porated may have some technical bearing, but for thess 
purposes is ignored. Its character as a common Carrie! 
is doubtful, but that question, too, is disregarded. Also 
eliminate all accessories, team tracks, neighboring plants, 
cars; and reduce it to a single locomotive moving cars 
loaded with commercial freight between the trunk lin 
tracks and the plant buildings to be unloaded, or wher 
loaded. This is the “spotting” and “pick-up” service in 
its simplest form. 

The inquiry then is, whether the cost of hauling suc 
cars from and to the trunk line tracks is to be borne b: 
the trunk line, or by the proprietor of the industry and 
of this transfer agency. 

That is for the Interstate Commerce Commission and 
the several state commissions, respectively, to say, a 
cording to their own policy and regulative authority wit 
reference to interstate and intrastate commerce. But 
is very desirable that such policies and methods coincid« 

It had always been supposed until the above-men 
tioned opinion was filed, and seemed to be established 
by general custom, and judicially recognized or taken for 
granted, that delivery of carload freight at the point of 
unloading, and taking it at the point of loading, are in 
tegral parts of the process of transportation and a! 
compensated for in the through rate. These services a! 
included in the definition of “transportation,” and t 
instrumentalities for performing them are included in 
the definition of “railroad,” in Section 1 of the Inté 
state Commerce Act and in some of the state statutes. 

But there is no vital occasion to dispute about t 
law. If the commissions see fit to disregard history, and 
to treat the terminal transfer agency as wholly distil 
from the trunk line, and divide the rate between t 
through haul and the terminal delivery charge, the 
seems to be no good ground of objection to such meth: 

The question would then necessarily arise, wheth 
this terminal charge would be cut out of the throu 
rate, or be added to it. But this is a question of t 
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mount of the rate, and not of dividing or constructing 

There is much to be said in support of the conten- 
tion that the through rate already includes this service. 
In addition to the terms of the several statutes, defining 
transportation, and the established custom of 
through haul from point of loading to point of unload- 
ng, and much testimony recently heard on the prevail- 
ing methods of rate construction, we have the example 
of the English practice in which the rate for plant side- 
tracking which does not include the intraplant haul, is 
ess than the public team track rate, and the lowest of 
all rates;. this is in consideration of the terminal space, 
motive .power, clerk hire, loading and unloading expenses 
saved to the trunk line in such cases. The same reasons 
apply in this country, and there seem to be no sound 
considerations against them. The test of a proper rate 
a specific service is the cost to the railroad plus a 
is not the value of the service to 
value compared with other 


railroad 


for 
reasonable profit; and 
the shipper, or its relative 
kinds of service to other shippers. 

Let us assume, then, that the through haul and rate 
begin and end at the interchange 


problems arise: 


ordered to 
Then two 
First. Will the amount of the through rate betwee 
point of beginning and the point of ending, as thus 
newly designated, be the same as it is now, or will it be 
reduced in proportion to the cost of the intraplant pick- 
so eliminated? This is a ques- 
rate-fixing, as indicated, and not here 
but on the premises last above 
appears that a proportionate 
before such rate be 


will be 


tracks. new 


ne 


up and delivery service 


tion of above 
involved; 
ulmistakably 


made 


essentially 
reviewed it 


should be new 


reduction 
enforced. 
Second. Under such new rule it will still be neces- 
sary to haul the loaded cars from the interchange tracks 
into the plant, and out from it. Where the plant has no 
locomotive equipment of its.own this intraplant service is 
now, and doubtless will continue to be, provided by the 
The new rule would make it necessary for 
extra charge for this 
whether it be then 
“shipper’s” service—it 


trunk lines. 


the trunk levy a special 


difference 


line to 
service. It makes no 
called a “transportation” or a 
would have to be provided, and performed, and paid for. 
Now, under such new rule, take the plant which has 
own “plant railroad.” The answer is simple. On 
cars received by it running under bills of lading for line 
hau] only, ending at the interchange tracks, the “plant 
railroad” would have to perform the plant inner-delivery 
haul at the expense of the industry; while on cars 
brought to the interchange tracks under bills of lading 
which cover the inner-plant haul and extra rate, the 
trunk line would be obliged to perform it, or in lieu of 
using its own locomotive for that purpose, it could, and 
naturally would, employ the services of the “plant rail- 
ad,” which, for the doing of service for the 
trunk line, and as its agent, and in the performance of 
contract of spotting delivery, would be in all re- 
pects entitled to receive the extra rate or charge fixed 
nd already collected by the trunk line for such service 
another point of view, the leaving of such 
car at the interchange tracks being necessarily deemed 
& wrongful abandonment of the car and breach of the 
contract on the part of the trunk line against the con- 
gnee, the latter would be entitled to just compensa- 
tion for its loss and damages occasioned by such breach, 
to-wit, the reasonable cost of the service of its locomo- 


such 


or, from 
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tive equipment, etc., in hauling the car in from the 
interchange tracks. 

This also is certain: that the amount of compensa- 
tion to be allowed to the “plant railroad’ for its services 
must be so definitely fixed that it cannot be either a 
means of rebating or preference to the proprietor, or of 
oppression to its neighboring independent planis, if any, 
served by such “plant railroad.” The fixing of the com- 
pensation for such services ought not to present any 
serious difficulty. 

And thus the proprietary industry owning the “plant 
railroad” would be justly compensated for its cost and 
services rendered. It would save in all cases the extra 
charge for plant service, which the industry not having 
such “plant railroad’? would have to pay; and the “plant 
railroad” of one industry would honestly earn its just re- 
ward for its services rendered to such other industries. 
industrial establishment could choose for itself 
whether it would or would not provide itself with such 
plant transfer equipment, and could do so or not as 
might best suit its own circumstances. The purposes of 
equality among shippers, and just compensation between 
shippers and trunk lines, would in this way be fully 
worked out. 

This method could be made the universal rule gov- 
erning “plant railroad” or “industrial plant spotting serv- 
of trunk lines, belt lines and “real 


Each 


ice’ as an adjunct 


railroads” alike. 

(d) This brings us to the charge for “spotting” of 
cars on private sidings “of the usual and ordinary kind,” 
as designated by the Interstate Commerce Commission 
on page 226 of its opinion above referred to, where the 


If a specific charge is to be levied 


question is reserved. 
the case of 


for delivery off of the trunk line’s rails in 
large plants, then no reason is perceived why the same 
principle should not apply in the case of small ones. 
Indeed, if the service be worth, say, $2.50 per car for the 
large plants, it may be worth only $1 for the shortest 
but even so, the amount should be regulated and 
levied according to sound principle, in order to avoid 
discrimination. The aggregate of these smaller charges 
for less extensive services to the large number of smalier 
plants involved would be very great, such as could not 
be ignored in the process of saving economic waste to 
the trunk lines. And the large plants, as well as the 
trunk lines, would have every right to demand that such 
charges, if made against any plants, be made against all, 
including the smallest as well as the largest. 

(e) “Ferry-car service’ and “furnace delivery” 
both special phases of the “spotting service.” It is doubt- 
ful that there is enough substantial difference 
them and the other forms of “plant spotting’ to make 
differences in terminal charges worth considering. But 
however that may be, the same principles as to cost and 
extent of service apply. And in this connection also, as 
suggested above, the bill of lading or other form of the 
contract must be referred to, along with all other cir- 
cumstances, to discover the extent of the transportation 
and delivery services covered. 

(f) And if all of the above-mentioned 
charges are to be levied, it may be expected that there 
will be a strong and insistent suggestion of a relatively 
reasonable charge for the use of the public team tracks— 
for which suggestion there would then be very respect- 
able reasons. 

(g) “Demurrage” and “reclaim” features present an 
essentially different phase of the situation. There seems 


spurs; 
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between 
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little ground to doubt that regular “demurrage’’ should 
be enforced against everything short of the class of 
“real railroads” above defined; and as to such railroads 
it should be regulated reasonably and equitably accord- 
ing to the practical conditions of handling cars in each 
individual case. 

The “reclaim” being a premium for the prompt hand- 
ling of cars out of the plants and return to trunk line 
service, it would be wise to let the system stand in 
favor of all transportation agencies, so far as possible, 
event to those avobe-designated “plant railroads.” 

(h) The kinds of railroad services above 
tioned are all parts or incidents of transportation, and 
are directly, per se, within the purview and jurisdiction 
of the Interstate Commerce Commission by virtue of 
section 1 of the act. Furthermore, reasonable compen- 
sation or allowances to shippers furnishing facilities 
of and services incidental to transportation are 
expressly allowed by section 15 of the The late 
case of Mitchell Coal Co. vs. Penna. R. R. Co., 230 U. S., 
247, pp. 255, 260-267, is confirmatory authority for the 
making of allowances to industries supplying motive 
power for moving their own interstate shipments within 
the scope of the rate, as above suggested, in relation 
to “real railroads” and “plant railroads.” The same is 
true under some of the state service statutes, 
notably Pennsylvania. 

(i) Such special privi- 
lege,” “storage,” “elevation” and “icing,’’ while no actual 
part of transportation, are yet incidents to it by 
the terms of the act, and so are under the direct regula- 
tion and control of the Interstate Commerce Commis- 
sion. These subjects, however, are so remote from the 
questions of terminal switching and spotting allowances, 
and so different from each other, that they cannot be 
deemed to come within the scope of this explanation 


men- 


such 
act. 


public 


features as “reconsignment 


made 


Il. 


Accessoria! Services. 
There are other services of actual transportation, 
however, sometimes performed or supplied by the trunk 
lines, which are not within the definition of “railroad 
transportation” stated by the Interstate Commerce Act, 
and therefore purely accessorial. Some of these are 


“intra-plant switching’ employed in the process of 
manufacturing “tunnel service” in the tunnels under 
the streets of Chicago, “lighterage’’ such as is furnished 


in New York Harbor and the Chicago River, and “dray- 
age” from trunk line rails to places of business not 
having rail connections. Such services as these being 
outside the scope of railroad transportation as defined 
by the act, when performed without extra charge are 
a pure gratuity to the shippers and consignees. There 
is apparently no authority whatever to allow them free 
in any instance—and no other justification than as a 
means of thwarting a ruinous advantage held by one 
trunk line against others. But features, too, are 
far from the subject-matter of discussion; such 
services, either in cost or in value, are clearly no 
criteria of charges to be made the all-rail services 
by railroad discussed under hearing I above. 

Speaking of “drayage,’ however, plant spur-track 
delivery has frequently been mentioned by the Interstate 
Commerce Commission and its several counsel in the In- 
dustrial Railways, the Rate Advance and the Tap-Line 
cases, aS a substitute for store-door and warehouse de- 
livery by drays—fthus putting the plants located in prox 
imity to the trunk lines and served by carloads and 


these 
this 


for 
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locomotives on all-rail spur tracks on a parity with all 
other plants, indeed all other shippers, large and smal! 
at any and all distances from the trunk line rails, with 
any and all kinds and degrees of requirements and cir 
cumstances. The comparison of spur-track delivery to 
drayage cannot be legitimately made. The terms of the 
Interstate Commerce Act, in defining railroad trans 
portation, are against it, along with what seem to b: 
all other sound reasons. Plant spur-track delivery is 
historically and logically a substitute for public team 
track delivery, and is not a substitute for or equivalent 


of any kind of transportation or delivery which cannot 
be performed by locomotives and cars running on rails 
ITI. 
Flat Rate Recommended. 


If it is finally determined to render separate charge 
for terminal rai] delivery services, then adherence to thx 
“flat rate per car” principle so far as possible is recon 
mended, because of the convenience and expediency ot! 
uniformity in the rates, and also because the fair rat 
for local transfer depends more on the cost as made | 
local conditions and necessary labor affecting all ca) 
alike, than on the weight and contents of 
These services are in the nature of loal public utilities 
their cost and value depend upon conditions, an: 
the charges should be fixed and levied accordingly. Whe: 
the transportation and the rate are divided up into el 
ments of through haul, local haul and plant 
the elements of weight and distance in the 
would cut comparatively little figure. 

And in this connection the question of amount, ul: 
formity and freedom from discrimination in termi! 
switching charges is a local one territorially, and is n 
to be adjudged primarily with reference to industri 
competing or non-competing, in different parts of 1 
country. The proper charge for these terminal servic: 
would be based essentially on the cost; and this depend 
on the price of railroad labor and supplies, the value 
lands occupied for termina] uses, the topography of | 
land traversed, the complexity of track conditions, t 
density of traffic, and all other circumstances 
the cost of the service, which are more nearly 
in any one locality, and likely to vary widely in differ: 
Furthermore, in the case of competitive s 


each ca 


local 


switching 
latter tw 


unifor 


localities. 
pers the closer together they are situated the sharper 
the competition, and shipping expenses should be equ 
ized with reference to those near together rather than 
those remote. 

The above views are set forth as fully as ma) 
done to meet the present purpose of the writer, whi 
is to offer them in such form as might be most s« 


iceable toward the early ahievement of a sound 
general solution of these complex and vexatious qu 
tions. But it is further suggested that satisfact 


progress in such direction cannot be expected until | 

matters involved are minutely analyzed, co-ordinat 

understood, and a comprehensive method of their r: 

edy be accepted, by a meeting of minds of 

broardly qualified to pass on them, and situated to 

fluence favorable sentiment and acquiescence. 
Chicago, May 2, 1914. 


ROAD WANTS INCREASED RATES. 


The Missouri 


affecting 


persons 


Southern Railroad has applied to te 


Missouri Supreme Court for an order requiring the M > 


souri public service commission to fix higher freight : 
passenger rates than are provided by statute. 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
April 20, in I. and S. 369, the Commission further 


suspended from May 20 until November 20 the following 
tariffs: 

[Illinois Central Railroad Co.; The Yazoo & Missis- 
sippi Valley Railroad Co.—Sup. 3 to I. C. C. No. 4670. 

W. P. Emerson, agent—Sup. 7 to I. C. C. No. 14. 

They contain increased refrigeration charges on less- 
than-carload shipments of fruit and vegetables from Ken- 
ner, New Orleans, La., and other southern points to 
Chicago, Ill., St. Louis, Mo., and other northern points, 
the operation of which was previously suspended from 
January 20 and 25 until May 20. 

April 20, in I. and S. 355, 
from May 7 until November 7 





the Commission further 
suspended the following 
tariffs: 

Chicago, Peoria & St. Louis Railroad Co.—Sup. 2 to 
I. C. C. No. 953. 

St. Louis Southwestern Railway Co.—Sup. 5 to I. C. C. 
No. 3219. 

The suspended tariffs contain provisions for the ab- 
sorption of switching charges of the Manufacturers’ Rail- 
way at St. Louis, previously suspended from January 7 
until May 7. 

April 20, in I. and S. 373, the Commission further 
suspended from May 31 until November 30 schedules 
contained in the following tariffs: 

The Atchison, Topeka & Santa Fe Railway—Sup. 6 
to I. C. C. No. 6240, Sup. 7 to I. C. C. No. 6240. 

Missouri, Kansas & Texas Railway Co.—Sup. 10 to 
I. C. C. No. A-3525. 


St. Louis & San Francisco Railroad, James W. Lusk, 
W. O. Nixon, W. B. Biddle, receivers—Sup. 23 to I. C. C. 
No. 6255. 

They contain increased rates on corn and other grain, 
from Minnesota points to Missouri, Kansas and other 
previously suspended from January 31, February 
6 and 8, until May 31. 

April 20,-in I. and S. 374, 

Suspended from May 25 until November 25 an 
Missouri Pacific I. C. C. No. A-2463. 


states, 


the Commission further 


item in 


It contains increased rates on malt and malt sprouts 





from Sioux Falls, S. D., to Kansas City, Mo., and other 
points. It was suspended first from January 25 until 
May 25. 

April 21, by first supplemental order in I. and S. 
No. 440, the Commission suspended from May 20 until 
August 23 item No. 2, page 6, Sup. 12 to Washburn’s 
I. C. C. No. 114. The suspended item contains proposed 


reduced rates on imported blackstrap molasses from Mo- 
ile, Ala., .to Clinton, Lyons and Davenport, Ia. These 
reductions are similar to those contained in tariffs already 
suspended. 

April 28, by first supplemental order in I. and S. No. 
‘48, the Commission suspended from May 10 until August 
29 the following tariffs: 

Chicago, Burlington & Quincy Railroad Co.—Sup. No. 
12 to C., B. & Q. I. C. C. No. 9892, Sup. No. 13 to C., B. & 
Q. I. C. CG. No. 9892. 

Chicago, Rock Island & Pacific Railway—Sup. No. 15 
to I. C. C. No. C-9234. 

The suspended tariffs contain increased rates on 
oke from Chicago and other points in Illinois to St. Paul, 
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Minn., and other points, similar to those previously sus- 
pended. 

April 21, in I. and §S. 375, the Commission further 
suspended from May 25 until November 25 an item in 
Missouri Pacific I. C. C. No. A-2464. It contains increased 
rates on hogs, from Sioux Falls, S. D., to Kansas City, 
Mo., the operation of which was previously suspended 
from January 25 until May 25. 





March 10, in I: and S. No. 444, the Commission sus- 
pended until September 29 rules contained in tariffs which 
were to become effective June 1 and at later dates. Each 
of the tariffs involved contains a rule reading substantially 
as follows: 

“On and after June 1 (or later dates), 1914, trunks 
or cases constructed in the form of a trunk or other rigid 
containers, which are not square or rectangular, will not 
be accepted for transportation in regular baggage service, 
except that such trunks, cases or other rigid containers 
will be accepted for transportation provided they have not 
to exceed two bulging sides and the bulging sides are 
opposite to each other.” 

This rule has been suspended in so far as it prohibits 
the transportation of trunks or cases constructed in the 
form of a trunk or other rigid containers, which are not 
square or rectangular, but not as to such containers having 
more than two bulging sides or with bulging sides which 
are not opposite to each other. 





In I. and S. No. 450, the Commission, April 30, sus- 
pended from May 1 until August 29 the operation of 
Chicago, Milwaukee & St. Paul Railway tariff I. C. C. 
B-2459. The suspended tariff contains proposed increased 
charges applicable upon freight in carloads, switched be- 
tween points located on the Chicago, Milwaukee & St. 
Paul Railway at Milwaukee, Wis. The increases range 
from $3 to $7.50 per car. The present charge for indus- 
trial switching between certain points is $1.50 per car, and 
the proposed charge is $9 per car. 





By first supplemental! order in I. and S. No. 421, May 1, 
the Commission suspended from May 5 until July 31, West- 
ern Pacific I. C. C. No. 103. It cancels through commodity 
rates on wool, C. L., from Western Pacific points to 
St. Louis, eastern seaboard and other points via the 
Union Pacific, Chicago, Burlington & Quincy, Chicago, Rock 
Island & Pacific and via other routes, restricting routing 
to St. Louis, via the Denver & Rio Grande and the Mis- 
souri Pacific on such traffic. The application of combina- 
tion rates on traffic moving over the Union Pacific and other 
routes canceled would result in material increases. 

April 20, in I. and S. No. 366, the Commission further 
suspended from May 6 until November 6, schedules in Sup. 
36 to Missouri Pacific I. C. C. No. A-1923. They contain 
provisions having the effect of increasing rates on lumber 
and other forest products from Thebes, IIL, to points in 
Illinois on the Chicago, Burlington & Quincy, moving via 
Herrin, Ill, on traffic originating beyond Thebes. These 
schedules were suspended from January 6 until May 6. 

By second supplemental order in I. and S. No. 406, May 
1, the Commission suspended from May 5 until July 23, 
schedules in Supplement No. 6 to Duluth, South Shore & 
Atiantic I. C. C. No. 2044. The schedules increased rates 
on lumber from Gurney and other stations in Wisconsin 
to St. Paul, Minn., and points taking St. Paul rates. The 
present rate from these points to the St. Paul group is 6 
cents per 100 pounds, and the proposed rate is 7.8 cents. | 
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COMMISSION SENDS QUESTIONS 


Twenty Short Railroads on Industrial Lines 
Called on for Information 

THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

In pursuance of its announced determination to in- 

vestigate all short railroads supposed to be industrial 


lines, the Commission has sent questions to the twenty 


roads mentioned in the next to the last paragraph of 
I and S. Order No. 414, dated March 26, which order 
suspends the cancellation tariffs filed by trunk lines, 
which, obviously, have concluded that the roads men- 


tioned therein come within the terms of the condemnation 
pronounced by the Commission in the Industrial Railways 
report. The roads to whom the inquiries have been ad- 
dressed are in the list beginning with the Chestnut Ridge 


Railway Co. and ending with the Toledo, Angola & West- 


ern. 

The cancellation tariffs were suspended to enable 
the Commission to make an investigation as to whether 
the roads are or are not industrial railways. The ques- 


tions. of which there are thirty, with many sub-questions, 
are designed to bring out all the facts with regard to 
the ownership, the affiliations, if any, with industries along 
the lines of the carriers, the along their lines 
and the character of the business carried on by eack of 


industries 


the industries; the equipment of the carriers, whether 
owned, leased or borrowed, the amount and character of 
the business done; how much stock there is and for 


what it was issued, whether for cash or for property or 
services. 

Question No. 4 has attracted a good deal of attention. 
stockholders as of 


earrier to give a list of 


the number of shares held by each, the total 


It asks the 
Dec. 1, 1913, 
outstanding, and “as to each stockholder the financial re- 
lationship which he has with any industries served by 
the railroad.” 

In addition, the to 
trunk line interchange and the location of the 
tries and team tracks, the character of the service 
dered, that is, as to the interchange switching between 
each plant and the tracks of connecting carriers and the 


“controlling interests and others.” 


carrier is attach a map showing 


indus 
ren- 


the 


inter-work switching for 
The carriers are to furnish an analysis of traffic and 
revenues for the year ending June 30 last, especially with 


regard to switching between plants of controlling inter 
ests and junction of connecting carriers, interchange 
switching between plants of constituent companies of 


interests and junctions of connecting carriers; 
plants controlling interests; 


controlling 


interworks switching at of 


local switching between plants of controlling interests; 


switching for the public; intermediate switching, if any, 
between connecting carriers; less-than-carload traffic di- 
vided between that carried for controlling interests and 


the public: passenger revenue and miscellaneous revenue 

During the argument of the tap-line Chief 
Justice White asked, in the event the citizens of a village 
built a short road to connect with a trunk line and one of 
its wealthiest and most public-spirited citizens subscribed 
nearly all the stock, whether the allowance the trunk 
line might make to the short line would be a rebate to 
that wealthy and public-spirited citizen, if the allowance 
was large enough to enable the short road to declare a divi- 
dend. One of the associate justices wanted to know 
whether the rebate would continue, if, overnight, the 


cases, 
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stock were transferred from the lumber company to some 
person not connected with the lumber company. 

These questions were taken indicating that the 
line of questions propounded to the twenty roads men 
and S. No. 414 raised a query in the mind 
the justices as Commission was 
test in the 


as 
tioned in I. 
of 
making ownership of stock 


whether the 
too much 


to 
of a 


matter, 
EXPRESS REVENUES 
THE TRAFFIC SERVICE NEWS BUREAI 


Building, Washington, D. ¢ 
first 


Colorado 


The Commission has made _ public its ab 


4 


not 


stract of income and expenses of express companies com- 


piled from the monthly reports of operating revenues an 
expenses of that class of common carriers. 
is of income and expenses for December and for the firs 


six months of the current fiscal year, ending with tha 


month, 


A 


The statement 


t 


t 


It differs from similar reports for the steam roads in 


that the report covers the operations of the principal ex 
press companies and uses them as illustrative, and the! 
the monthly abstracts of incom: 


consolidates them. In 


and expenses of steam roads, the operations of different 


The companies men 
Adams, American, Ca 


separately. 
are: 


given 
report 


carriers are not 


tioned in this initial 


nadian, Canadian Northern, Globe, Great Northern, North- 


i 


ern, Southern, United States, Wells Fargo & Co., an 
Western. 
It would take an extremely careful analysis, made 


from reports prior to the beginning of the period covers 


} 


1 


by the report, to say exactly what tendencies are shown. 


The:most obvious facts with regard to the report are tha 


the Adams and Globe companies, instead of having oper- 


ating incomes for December, had deficits. 

The Adams showed a 
in that respect, worse off than any of the others. 

The from operations the 
for the month of December, 1913, 
compared with $3,603,000, for the corresponding 
of 1912. The total operating revenues, after deducti 
the amount paid for the privilege of operating and expré 
amounted to $1,512,829, compared with $1,64' 
December, 1912. The total operating expens¢ 
In 1912 they were $1,711,480. 
therefore a deficit in the net operati! 
to $59,775 December, 1913, and 
December, 1912. Adding taxes 
crued during December, 1913, amounting to $17,291, 
net operating deficit amounted to $77,067. The net 
erating deficit for December, 1912, amounted, however 
$83,330, so that, on the face of this first statement, 
company was better off at the end the last month 
the last calendar year than in the preceding one, in t 
it came nearer achieving a net income for that mont! 

The Globe Express Co., covering only 2,840 miles, 
comparison with the Adams’ 38,626, showed a net def 
for December, 1913, of $3,910, whereas during the co 
sponding six months of 1912 it had a net operating 
come of $5,412. 

Here is a comparison of operating income for 
last six months of 1913 with the operating income 
the corresponding six months of 1912, the income for 
being stated first and that for 1912 second: 


Adams, $4,479 (deficit), $508,209; American, $368 
$1,474,937; Canadian, $90,233, $155,075; Canadian North 


gross receipts of Adan 


service, 
296, for 
were $1,572, 
There 
revenue amounting 
deficit of $65,183 for 


605. 
was 
for 


of 





amounted to $2,440,000, 
month 


loss for the six months, being, 


0 
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$120,572, $127,933; Globe, $6,937, $49,379; Great Northern, 
$172.67: 30; Northern, $211,568, $240,163; Southern, 


.219; United States, $66,580, $311,579; Wells 


99 


$60,622. 

The consolidated statement for the companies men- 
tioned shows the following for the month of December, 
1913, compared with the corresponding month of 1912: 
Gross receipts, December, 1913, $15,852,000 and for De- 
ember, 1912, $17,941,660. 


Total operating revenues, December, 1913, $7,798,352; 


December, 1912, $9,042,055. Total operating expenses, 
December, 1913, $7,005,120; December, 1912, $7,677,769. 
Operating. income, December, 1913, $667,624; December, 


1912, $1,240,334. 

gross receipts 

Total operating 
312, $44,865,081. 


477,420: 


For six months ending December, 1913, 
$86,281,863; December, 1912, $91,422,020. 
revenue, 1913, $42,142,090; six months 
Operating income, six months 1913, $2,- 
six months 1912, $5,358,192. 


SUPREME COURT DECISIONS 





A finding by 
what is a 


the Interstate Commerce Commission 
reasonable rate is not a necessary prec- 
edent to recovery for reparation for charging an unrea- 
sonable rate, according to a decision by the Supreme 
“The Hepburn rate law did not contemplate mak- 
shipper wait for reparation for overcharges until 
the Commission should promulgate a reasonable 
said Justice Lamar. 


Court. 
ing a 


’ 


rate,’ 


The court decided that where the federal employers’ 


liability law of 1908 makes railroads absolutely liable 
if they are violating a “law” at the time an employe 
is injured, the word “law” means “federal” and not 


state” law. The court set aside a judgment of $7,500 
rendered by the Supreme Court of North Carolina in 
favor of James T. Horton, an engineer on the Seaboard 


Air Line. 


The court decided that a man injured while 
engaged in switching intrastate cars does not come with- 
in the federal employers’ liability act simply because 
the next thing he intended to do was an act of interstate 
commerce. As a result of this decision the court held 
John Behrens, a fireman of New Orleans, was not 
entitled to recover from the Ibinois Central. 


also 


that 


The St. 
various 


Louis terminal case, involving the use by 
railroads of the railroad terminals in St. Louis, 
was advanced for hearing by the Supreme Court October 

The North Dakota coal cases also were advanced 
for hearing October 13. These cases involve the ques- 
tion whether an unremunerative rate on a commodity is 


confiscatory within the meaning of the constitution. 





HEARING ON PULPWOOD RATES. 
Examiner Gerry of the Interstate Commerce Com- 
mission in Chicago Tuesday heard evidence in case No. 
6439, The Pulp and Paper Manufacturers’ Association 
against the D. S. S. & A. R. R. and others. The com- 
plainant asks that the Wisconsin distance tariff be ap- 
lied on shipments from points of origin to the points of 
inction with connecting lines and then on the connecting 
lines to points of destination. The association represents 
forty companies operating about fifty mills in Wisconsin 
ind Michigan, producing about 750,000 tons of pulpwood 
year. It charges that the defendant railroads do not 
\blish and maintain through rates or just and reason- 
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able combination rates from all points on the D. S. S. 
& A., from which pulpwood may be shipped in Michigan 
to and through points in Wisconsin, and that the D. S. S. 
& A. charges lower ratés for pulpwood in Michigan to 
Sault Ste. Marie and Braily, Mich., when shipments are 
destined to points in states other than Wisconsin, than 
it charges for substantially equal service to other junc- 
tion points for transportation of pulpwood destined to 
points in Wisconsin. 


FRUIT COMPANY’S WEEKLY SERVICE. 


The United Fruit Co. announces that, beginning 
April 30, it will have a weekly freight and passenger 
service between Boston, Havana, Cuba and Port Limon, 
Costa Rica. The new 5,000-ton steamships, Carrillo, 
Sixaola and Tivives, will be operated in this service, 
sailing from Long Wharf every Thursday at 10 a. m. 
Cargo will be accepted for Havana, Cuba; Port Limon 
and San Jose, Costa Rica, and intermediate stations on 
the’ Northern Railway of Costa Rica, via Port Limon; 
from Port Limon for Havana and Boston, and from 
Havana for Boston. 

GOLF PLAYERS’ SPECIAL. 

For the accommodation of golf 
Chicago & Northwestern Railway has placed a new 
train in service between Chicago and Waukegan. It 
leaves the Chicago passenger terminal 12:20 p. m., daily 
except Sunday, stopping at all stations from which 
North Shore golf courses can be reached. Returning, 


train arrives in Chicago at 7 p. m. 


enthusiasts, the 


MILWAUKEE SWITCHING CHARGES. 

Milwaukee switching charges on the Chicago, Mil- 
waukee & St. Paul road have been reduced by the Wis- 
consin railroad commission. In November, 1911, the road 
promulgated a new rate for switching in the Milwaukee 
terminal district which the commission revoked upon 
evidence that the old rate was increased about 80 per 
cent. A new rate, ordered by the commission, is 1 cent 
per 100 pounds for switching carload freight at Milwaukee 
between distances on its lines in the Milwaukee termi- 
nal district. A charge of $5 for a minimum weight of 
50,000 pounds and $6 for a minimum weight of 60,000 
pounds is permitted under the rule. 





SOUTH CAROLINA RATE HEARING. 

The South Carolina Railroad Commission set May 
13 as the date for the beginning of taking testimony in 
the appeal of the State Freight Rate Association against 
the railroads, after a joint conference of the executive 
committee of the rate association and the traffic managers 
of the various railroads had failed to come to an agree- 
ment. 


President Wilson, on recommendation of Secretary 
Lane, has appointed Thomas Riggs, Jr., as the third 
member of the Alaskan Railroad Commission. Mr. Riggs 
is an engineer of the Coast and Geodetic Survey and was 
one of the chief engineers of the Alaskan-Canadian bound- 
ary. He made a survey extending from the Pacific to 
the Arctic Ocean. The entire commission, consisting of 


William C. Edes, Lieut. Frederick Mears and Mr. Riggs, 
with a party of assistants, will leave later this month 
for Alaska to begin surveys of the routes for the govern- 
ment railroad. 
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‘(LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a omat fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Carrier Need Not Notify Consignor of Consignee’s Refusal 
to Accept, 


Ohio.—“A less-carload shipment, originating in the 
state of West Virginia, consigned to a point in the state 
of Georgia. Shipment has been on hand with the deliver- 
ing line for six months. We have just received informa- 
tion from a source other than the carriers, that the 
shipment has been refused and consignee has gone into 
the hands of receivers. We have not as yet been notified 
by any of the carriers participating of shipment being 
refused. What are the carriers’ obligations, if any, with 
respect to notifying shippers of refusal by consignee 
to take delivery of a shipment?” 

If the shipment was what is termed a “straight” con- 
signment, and not an “order” consignment, that is, an 
unconditional consignment from consignor to consignee, 
and the delivering carrier duly gave notice of arrival to 
consignee, then the contract for carriage is complete, and 
the carrier is under no obligation to give the consignor 
notice of consignee’s refusal to accept, either for the 
purpose of establishing a lawful delivery or of assessing 
demurrage charges. 

* * * 
Carrier Bound to Make Delivery to Right Person. 


Massachusetts.—“Ship to A a quantity of goods in 
February; bill of lading properly issued and consigned 
direct to A. Before shipment is received A sells out to 
B. In the bill of sale the shipment of February was 
not included, neither was it specifically excluded, B 
being sold what was on hand in A’s store. Our traveling 
salesman, who took the order from A, appears on the 
scene and authorizes the railroad company to deliver 
goods to B, material in the meantime having arrived: no 
evidence to show that goods were offered to original con- 
signees, A. 

“We contend that our agent, acting as traveling sales- 
man, is confined to the taking of orders from customers, 
all of which orders are subject to approval by the district 
office or home office, and that therefore railroad company 
had no authority to accept his orders to divert this ship- 
ment to B without the consent of A, and, as no evidence 
shows that original consignee was offered shipment or 
given any opportunity to direct, and as A, by virtue of 
sale to B, is legally dead as a firm in the conduct of 
that particular business, railroad company is therefore 
liable to consignors, which is this company.” 

The law exacts of the carrier absolute certainty that 
the person to whom the delivery is made is the party 
rightfully entitled to the goods, and puts upon the carrier 
the entire risk of mistakes in this respect, no matter 
from what cause occasioned or however justifiable the 
delivery may seem to have been. If, therefore, from any 
cause, the carrier should have a reasonable doubt as to 
whether the person claiming the goods was entitled to 
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them, it should refuse delivery to him until he has estab- 
lished his right. In such cases the carrier would be 
protected in its qualified refusal until the proper evidence 
is furnished that the party claiming is the party entitled 
If, however, the delivery be made to the wrong person 
whether by an innocent mistake or through fraud prac- 
ticed upon the carrier, such wrongful delivery will be a 
conversion. 

The carrier presumptively holds the goods for his 
employer, and if a third party sets up a claim to the 
goods, the carrier will admit it at its own peril. Ths 
mere fact that A sells out his business to B, without 
specifically including the shipment in transit, does not 
give B a legal possession of the same. Neither would 
the act of an agent, when exercised beyond the scope 
of his employment, be a sufficient authority to the carrier 
unless it can show: that express authority for his specific 
acts has been given or ratified by the principal. 
course to be pursued by a carrier, when the title to the 
property is disputed, or it is difficult for the carrier to 
determine who is entitled to them, is either to seek in- 
structions from the consignor or bring the parties before 


the proper legal tribunal by a bill of interpleader. 
- ae cd 





Consignee’s Right of Inspection. 

Georgia.—“On page 774 of THE TRAFFIC WoRLD, dated 
April 18, 1914, you state that ‘both by law and by con- 
tract, under the bill of lading a consignee has the right 
to inspect the shipment, after arriving at destination 
point, before accepting the same.” Do you mean that 
shipments moving under Uniform or Standard bill 
lading, whether, ‘order notify’ or ‘straight,’ are subject 
to inspection by consignee, when bill of lading does 
provide ‘allow inspection,’ before delivery of shipment 
by carrier? -Please explain consignee’s rights in 
matter on both carload and less-carload shipments.’ 

In the absence of any express agreement to the 
trary, the consignee is entitled to an opportunit 
inspect the goods, whether in carload quantities or 
and whether moving under “order” or a “straight” 
of lading, and this opportunity the carrier is bound 
afford the consignee, even though the carrier may 
instructions not to deliver the goods until they are paid 
for. But carriers may, by contract, and have, in so fi 
as order consignments under the Uniform Bill of Lading 
are concerned, stipulated? that inspection of property 
ered by such bill of lading would not be permitted, 
this will be binding upon the consignee unless permis 
sion to inspect has been given in writing by the shipper 
In “straight” consignments section 8 of the Uniform Bil! 
of Lading is equivalent to a stipulation that inspection 
is to be allowed, and we had in mind that stipulation 
as well as the state of law in the absence of any contract 
when making use of the expression, “both by law an 
by contract, under the bill of lading, consignee has 
right to inspect the shipment,” etc. 

* - * 
Paragraph 2, Section 3, Uniform Bill of Lading as Applied 
‘ to Middleman. 

New York.—‘We recently purchased a carload of 
goods from a broker who placed orders with a manu 
facturer, the shipment going forward in the manufacturers 
name—that is, bill of lading showed the manufacture! 
as shipper. Shipment was transferred en route and 0 
arrival checked short a number of packages. We ac 
cordingly filed claim against delivering carrier based 0D 
the price paid by us to the broker. However, claim is 
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ieclined on the ground that in accordance with above- 
mentioned bill of lading condition claim should be based 
ipon the price paid by broker to the manufacturer and 
not cn the price paid by us to the broker. It appears to 
me as though two interpretations can be placed upon 
he condition mentioned, it depending entirely upon which 
side of the fence one happens to be. The value to us 
f the property at.time and place of shipment is without 
juestion the price paid by us, while, on the other hand, I 
suppose in the eyes of the railroad companies the value 
it time and place of shipment is the price paid by the 
roker to the manufacturer. However, I trust you will 
i.dvise, through the medium mentioned, which interpreta- 
on is correct, and that you will also give me reference 


Note.—items in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
preceding week. 





May 9—Texarkana, Ark.—Examiner Pattison: 
|. & S. 312—Rates on fencing and fencing material from An 
derson and other points in Indiana to Texarkana, Arkansas. 
Texas and other points. 
May 9—Sumter, S. C.—Examiner J. Edgar Smith: 
672i1—L. W. Radina & Co. vs. Sou. Ry. et al. 
May 9—Schenectady, N. Y.—Examiner Butler: 
6679—Streever Lumber Co. vs. C. M. & St. P. Ry. Co. et al. 
May 9—Chicago, Il—Examiner Gerry: 
6508—Clinton Coal Co. vs. C. T. H. & 9. E. Ry. Co. et al. 
6420-—-Sareen & Orendorff Co. vs. C. C. C. & St. L. Ry. Co. 
et al, 
May 9—Oral argument at Washington: 
6271—Monch Coal Co. et al. vs. C. & E. I. R. R. Co. et al. 
6468—Southern Hardwood Traffic Bureau vs. Ill. Cent. R. R. 
Co, et al. 
May 11—Washington, D. C.—Chief Examiner Rynder: 
* 6816—United States of America vs. P. R. R. Co. et al. 
May 11—Montpelier, Vt.—Examiner Butler: 
* 5384—Stephen & Gerrard vs. Montpelier & W. R. R. Co. et al. 
May 11—Hearing of Docket No. 5384, Stephen & Gerrard vs. 
Montpelier & Well River R. R. Co. et al., now assigned for 
hearing before Examiner Butler at Barre, Vt., is cancelled 
and the case reassigned for hearing before Examiner Butler 
it Montpelier, Vt. 
May 11—Columbia, S. C.—Examiner J. Edgar Smith: 
4656—Columbia Chamber of Commerce vs. Sou. Ry. Co. et al 


May 11—Barre, Vt.—Examiner Butler: 
5384—Stephen & Gerrard vs. Mont. & W. R. R. R. Co. et al. 


May 11—Docket No. 6417, Excello Feed Milling Co. vs. Nor. Pac. 
Ry. Co. et al, now assigned before Examiner McKenna at 
Kansas City, is cancelled, 


May 11—Memphis, Tenn.—Examiner Pattison: 


06—-Grnes River Lumber Co. et al. vs. St. L. L M. & S. Ry. 
o. et al. 


May 11—Chicago, Ill.—Examiner Gerry: 
6321—Albert Miller & Co. vs, C. & N. W. Ry. Co. et al. 
6477—-Albert Miller & Co. vs. Wabash R. R. Co. et al. 


\, 2 = 382—Cement rates from Mason City, Ia., to Beach, 


May 11—Kansas City, Mo,—Examiner McKenna: 
6197-A. McCarthy & Co. vs. A. T. & S. F. Ry. Co. 
6417—Excello Feed Milling Co. vs. Nor. Pac. Ry. Co. et al. 
6320—Clarence E. Walker vs. Mo. Pac. Ry. Co. et al. 
6638—Star Coal Co. vs. St. L. I. M. & Sou. Ry. Co. et al 


May 11—Hearing of Docket 6197, A. McCarthy & Son vs. A. T. 
& 5S. F. Ry. Co., assigned before Examiner McKenna at 
Kansas City, Mo., is cancelled. 


Hearing of Docket 6132, Texas Co. vs. C. & N. W. Ry. Co., 
——— before Examiner Gerry at Chicago, IIll., is also can- 
celled. 

May 11—Philadelphia, Pa.—Examiner Brown: 
6333—International Paper Co. vs. D. & H. Co. et al. 

“ay 11—Kansas City, Mo.—Examiner McKenna: 

; 6461—Brodnax & McLiney vs. St. L. & S. F. R. R. Co. et al. 
Mi ty 11—St. Paul, Minn.—Examiner Watkins: 

& S. 401—Rates on potatoes to stations in Missouri, Arkan- 

sas and Oklahoma. 

& S. 406—Freight rates between points in Minnesota via 


i ecaeate routes and between points in Minnesota and other 
States, 


May 12—Hearing of Docket 6349, Peet Bros. Mfg. Co. vs. II. 
Cent. R. R. Co. et al., now assigned before Examiner Mc- 
Kenma at Kansas City, Mo., has been postponed to a date 
to be hereafter fixed. 

May 12—St. Paul, Minn.—Examiner Watkins: 

& S. 408—Cement rates- between points in Illinois and points 
in Minnesota and other states, 

& S. 412—Beer and other malt products between stations in 
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to Interstate Commerce Commission cases which may 
have bearing thereon.” 

In a “straight” consignment from the manufacturer 
to the retailer or consumer, even though invoices have 
passed between different middlemen in the transaction, 
the loss for which the carrier is liable will be computed 
on the basis of the value of the property (being the invoice 
price), at the place and time of shipment, which is that 
of the manufacturer, and not that of the middleman. 
Kindly refer to our answer to Missouri, entitled“ Manner 
of Determining Value of Shipments Lost or Damaged in 
Transit,” appearing on page 57 of the July 6, 1912, issue of 
Tue TRAFFIC WoRLD, in which we treated this subject 
at some length. 


Iowa and South Dakota and points in Minnesota and Wis- 
consin. 


May 12—Chicago, Ill—Examiner Gerry: 
6454—Aetna Powder Co. vs. Wabash R. R. Co. et al. 
6185—Northern Central Coal Co. vs. Wabash R. R. Co. et al. 


May 12—Kansas City, Mo.—Examiner McKenna: 
6102—R. W. Gess Commission Co. vs, St. L. & S. F. R. R. Co. 
et al. 
6349—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 
6418—Peycke Bros. Commission Co. vs. C. R. I. & P. Ry. Co. 
et al. 


May 13—Worcester, Mass.—Examiner Butler: 
6059—Borcross-West Marble Co. vs. Rutland R. R. Co. et al. 


May 13—Cancel hearing of Docket 6331, Cutler vs. Wabash R. 
R. Co. et al., now assigned before Examiner Gerry at Chi- 
cago, Ill. 


May 13—Hearing of Docket 5461, Brodnax & McLiney vs. St. L. 
& S. F. R. R. Co. et al., now assigned before Examiner Mc- 
Kenna at Kansas City, Mo., is cancelled and the case re- 
assigned for hearing before Examiner McKenna at Kansas 
City, Mo., May 11. 

May 13—Philadelphia, Pa.—Examiner Brown: 

6917—-G. R Markle & Co. vs. L. V. R. R. Co. et al. 


May 13—Cincinnati, O.—Examiner Pattison: 
6336—Cincinnati Team Owners’ Assn. et al. vs. B. & O. R. R. 
Co. et al. 


May 13—Chicago, Ill.—Examiner Gerry: 
6351—Dr. W. P. Cutler vs. Wabash R. R. Co. et al. 
6528—D. Friedlander & Co. vs. C. M. & St. P. Ry. Co. 
6681—Armour Grain Co. vs. Ill. Cent. R. R. Co. 


May 13—Oral argument at Washington: 
6170—Decatur Navigation Co. vs. L. & N. R. R. Co. et al. 
6508—Louisville Board of Trade vs..L. & N. R. R. Co. 

May 13—Kansas City, Mo.—Examiner McKenna: 
6450—Peter A. Fox vs. C., Gt. West. R. R. Co. et al. 
6461—Brodnax & McLinny vs. St. L. & 8S. F. R. R. Co. et al. 
6466—Eads Water Co, vs, A. T. & S. F. Ry. Co et al. 


May 13—St. Paul, Minn.—Examiner Watkins: 
l. .. S. 418—Coal, Illinois mines to Minnesota and Wisconsin 
points. 


May 13—Philadelphia, Pa.—Examiner Brown: 
6917—-G. B. Markle Co, et al. vs. L. V. R. R. Co. 


May 14—Boston, Mass.—Examiner Butler: 
$986—Eastern Tale Co. vs. C. & BE. I. R. R. Co. et al. 
6025—Asa Peck & Co. vs. N. Y. N. H. & H. R. R. Co. et al 
6136—Hartley & Co. vs. N. Y. N. H. & H. R. R. Co. 
6353—Hartiey & Co. vs. N. Y. N. H. & H. R. R. Co. et al 


wor 14—Kansas City, Mo.—Examiner McKenna: 
6927—A. M. Hampton vs. M. K. & T. Ry. Co. 


May 14—Chicago, Ill—Examiner Gerry: 
6535—Lamson Bros. Co. vs. L. S. & M. S. Ry. Co. et al 
6563—Rumsey & Co. vs. C. & N. W. Ry. Co. et al. 


May 14—Kansas City, Mo.—Examiner McKenna: 
6163—Foster Lumber Co. vs. M. K. & T. Ry. Co. et al. 
6586—Foster Lumber Co. vs. K. C. Sou. Ry. Co. et al. 
6557-—-Schreiber Hay and Grain Co. vs. C. B. & Q. R. R. Co. 
May 14—Oral argument at Washington: 
os Qeeege Live Stock Exchange et al. vs. LL & N. 
- R. et al. 
$300—Corporation Commission of Oklahoma et al. vs. A. T. & 
9. F. Ry. et al. 
ae wes a Commercial Club vs. T. & N. O. R. R. Co. 
et al. 
May 15—Philadelphia, Pa.—Examiner Brown: 
6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 


May 15—Boston, Mass.—Examiner Butler: 
6122—American Motor Co. vs. N. ¥. N. H. & H. R. R. Co. 


et al. 
eae Purchasing Co. vs. St. LL. & S. F. R. R. 
o. et al. 
ea Woven Hose and Rubber Co. vs. B. & A. R. R. 
oO. eta 


May 15—Chicago, Ill—Examiner Gerry: 
6132—Texas Co. vs. C. & N. W. Ry. Co. 
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6146—Wait Talcott vs. Sou. Pac. Co. 
6539—Goodhart-Hattman Co. vs. Sou. Pac. Co. et al. 
May 15—Kansas City, Mo.—Examiner McKenna: 
|. & S. 372—Potato rates in Western Classification territory. 
|. & S. 373—Grain rates from St. Paul, Minn. 
May 15—Oral argument at Washington: 
6180—Board of Trade of Kansas City, Mo., vs. St. L. & S. F. 
R. R. Co. et al. 
May 15—Oral argument at Washington, D. C.: 
3243—Sioux City Terminal Elevator Co. et al. vs. C. M. & St. 
P. Ry. Co. et al. 
May 15—Philadelphia, Pa.—Examiner Brown: 
6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 
May 16—Chicago, IllL—Examiner Gerry: 
4788—Central Commercial Co. vs. L. & N. R. R. Co. 
6177—Price Iron and Steel Co. vs. Ind. Harb. Belt R. R. Co. 
et al, 
6179—Mogul Motor Truck Co. vs. C. B. & Q. R. R. Co. 
May 16—Boston, Mass.—Examiner Butler: 
1. & S. 417—Rates on paper between stations on B. & M. 
R. R. 
May 16—Kansas City, Mo.—Examiner McKenna: 
1. & S. 384—Class and commodity rates between Missouri 
River points and points in Missouri, 


May 16—Oral argument at Washington: 
6350—Pacific Navigation Co. vs. Sou. Pac. Co. et al. 
6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 

May 16—Philadelpiha, Pa.—Examiner Brown: 

* 6189—Red Ash Coal Co. vs. C. R. R. of N. J. 

May 16—Hearing of I. & S. Docket 384, class and commodity 
rates between Missouri River points and points in Missouri, 
now assigned before Examiner McKenna at Kansas City, 
Mo., is cancelled. 


May 18—Providence, R. I.—Examiner Butler: 


6097—Providence Fruit and Produce Exchange vs. N. Y. C. 
& H. R. R. R. Co. 

6124—Providence Fruit and Produce Exchange vs. P. R. R. 
Co. et al. 


6395—Providence Fruit and Produce 
Express Co. et al. 


May 18—Chicago, Ill.—Examiner Gerry: 
6178—T. C. Kennedy vs. N. Y. C. & H. R. R. R. Co. et al. 
6289—Brunswick-Balke-Collender Co. vs. C. Gt. West. R. R. 
Co. et al 
May 18—Hearing of Docket 6289, Brunswick-Balke-Collender Co. 
vs. C, Gt. West. R. R. Co. et al., now assigned before Ex- 
aminer Gerry at Chicago, Ill., is cancelled. 
May 18—Kansas City, Mo.—Examiner McKenna: 
1. & S. 402—Westbound transcontinental rates on buckwheat 
and corn flour. 
May 18—Sioux Falls, S. D.—Examiner Watkins: 
1. & S. 409—Live stock rates from points in Colorado, South 
Dakota and other states to Omaha, Neb., and other points. 
|. & S. 6689—State of South Dakota et al. vs. Ahnapee & 
West Ry. Co. et al. 
1. & S. 6690—State of South Dakota et al. vs. Alabama & 
Vicksburg Ry. Co. et al. 
Fourth Section Applications Nos, 2860 and 2880 of the C. M. & 
St. P. Ry. 
May 19—Sioux Falls, S. D.—Examiner Watkins: 
|. & S. 374—Rates on malt from Sioux Falls, S. D. 
|. & S. 375—Rates on hogs from Sioux Falls, S. D. 
6772—Turner Creamery Co. vs. C. M. & St. P. Ry. 
6077—Charles W. Farrell vs. C. M. & St. P. Ry. Co. et al. 
May 19—Chicago, II]—Examiner Gerry: 
4¢868—Barnes Grocery Co. vs. St. L. I. M. & Sou. Ry. Co. et al. 
6147—B. Heller & Co. vs. A. T. & S. F. Ry. Co. 
6149—Obion Hardware Co. et al. vs. C. 1 & S. R. R. Co. et al. 


May 19—New Haven, Conn.—Examiner Butler: 
§6371—James B. Shaw vs. Rutland R. R. Co. et al. 


May 19—Keokuk, Ia.—Examiner McKenna: 
6291—-Weber-Kirch Mfg. Co., vs. C. B. & Q. R. R. Co. et al. 


May 20—Des Moines, Ia.—Examiner McKenna: 
* Fourth Section Application No. 1948 of W. H. 


Exchange vs. American 


Hosmer, in con- 


nection with Docket 6621, Rath Packing Co. vs. Ill. Cent. 
R. R. Co. et al. 
May 20—Chicago, Ill.—Examiner Gerry: 
oe Pleasant Fertilizer Co. vs. N. O. & N. E. R. R. 
Co. et al, 
3130—Stearns & Culver Lumber Co. vs. L. & N. R. R. Co. 
et al. 


May 20—Washington, D. C.—Commissioner Meyer: 
6370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 
May 20—Chicago, Ill—Examiner Gerry: 
Fourth Section Applications, Numbers: 
799—St. L. & S. F. R. R. Co. 
2138—M. & O. R. R. Co. 
602—New Orleans & Northeastern R. R. Co. 
1548—Southern Ry. Co. 
461—Alabama & Vicksburg Ry. Co. 
458—N. C. & St. L. R. R. 
1952—L. & N. R. R. Co. 
In connection with 
seer owes epngens Fertilizer Co. vs. N. O. & N. E. R. R. 
o. et al. 


May 20—New York City—Examiner Butler: 

§399—Lehigh Valley Coal Sale Co. vs. L. V. R. R. Co. 

oe & Hasslacher Chemical Co. vs. C. & O. Ry. 
et al. 

6416—McArthur Bros. Co. vs. El Paso & S W. 

6500—Bayway Chemical Co. vs. C. R. R. of N. J. et ail. 
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May 20—Hearing of Docket No. 6340, Mt. Pleasant Fertilizer C: 
vs. N. O. & N. W. R. R. Co. et al., now assigned befor 
Examiner Gerry at Chicago, Ill., is postponed to a date 1 
be hereafter fixed. 

May 20—Des Moines, la.—Examiner McKenna: 

6188—Marshall Oil Co. of Iowa vs. A. T. & S. F. Ry. Co. et a 
6621—Rath Packing Co. vs, Ill. Cent. R. R. Co. et al. 


6452—Humane Remedy Co. vs. C. Great West. R. R. Co. et al. 


May 21—Hearing of Docket No. 6697, Chas. M. Biskie vs. N. \ 
N. H. & H. R. R. Co. et al., now assigned before Examine: 
Butler at New York, is postponed to a date to be her: 
after fixed. 

May 21—Chicago, Ill._—Examiner Gerry: 

6212—Omaha Packing Co. vs. C. M. & St. P. Ry. Co. et al 
6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
6680—Swift & Co. vs. S. A. L. Ry. Co. et al. 

May 21—Hearing of Docket No. 5704, Geo. R. Gregg & Co. 

N. Y. C. & H. R. R. R. Co. et al., now assigned before Ex- 
aminer Butler at New York, N. Y., is postponed to a d 
to be hereafter fixed. 

May 21—Des Moines, Ia.—Examiner McKenna: 

6251—Louden Machinery Co. vs. A. T. & S. F. Ry. 
§6499—Ciesler & Co. vs. A. T. & S. F. Ry. Co et al 


Co. et a 


6213—Des Moines Poultry and Butter Co. vs. C. & N. W. Ry. 


Co. 
May 21—New York City—Examiner Butler: 
6577—Parkinson Coke and Coal Co. vs. N. Y. 


Co, et al. 
6697—Charles M. Biskie vs. N. Y. C. & H. R. R. R. Co. et al 
6704—Geo. R. Gregg & Co. vs. N. Y. C. & H, R. R. Co. et al 


May 22—Chicago, I1l.—Examiner Gerry: 
6748—Wilcox Co. vs. C. & N. W. Ry. Co. 

May 22—Philadelphia, Pa.—Examiner Butler: 
5939—J. S. Wentz & Co. vs. L. V. R. R. Co. et al. 
5948—Robert G. Kay vs. Dry Fork R. R. Co. et al. 
6994—Chas. Warner Co. vs. D. L. & W. R. R. Co. et al. 

May 22—Chicago, IlL—Examiner Gerry: 
6550—Frost Mfg. Co. vs. A. T. & S. F. Ry. Co. et al 
6683—-Southern Wisconsin Sand Gravel Co. vs. C. & N. W 

Ry. Co. 
May 23—Hearing of Docket No: 6610, De Level Separator Co. vs 


N. ¥. C. & H. R. R. R. Co. et al., now assigned before Exam- 


iner Gerry at Chicago, Ill., is cancelled. 
May 23—Ft. Dodge, la.—Examiner McKenna: 
6285—Plymouth Clay Products Co. vs, Ft. Dodge, D. M. & § 
R. R. Co. et al. 
May 23—Chicago, lil—Examiner Gerrv: 
6263—W. W. Barnard Co. vs. C. & N. W. Ry. Co. et al. 
6548—Squire Dingee Co. vs. C. & N. W. Ry. Co. et al. 


6610—Delaval Separator Co. vs. N. Y. C. & H. R. R. R. 
et al. 

4676—Broderick & Bascomb Rope Co. vs. C. R. Il. & P. Ry. € 
et al. 


Fourth Section Application No. 629. 
May 23—Philadelphia, Pa.—Examiner Butler: 
6415—Du Pont de Nemours Powder Co. vs. 
et al. 
6022—Du Pont de Nemours Powder Co. vs. L. & N. R. R. 
§6200—Du Pont de Nemours Powder Co. vs. Lexington & East 
Ry. Co, 
May 25—Washington, D. C.—Examiner Brown: 
* 6506—Mixed Car Dealers’ Assn. vs. D. L. & W. R. R. Co. et 
May 25—Hearing of Docket No. 6506, Mixed Car Dealers’ Ass! 
vs. D. L. & W. R. R. et al., now set for May 4 at Washing 
ton, D. C., is continued to May 25 at Washington, D. C., 
fore Examiner Brown. 
May 25—Mason City, Ia.—Examiner McKenna: 
6481—.Jacob E. Decker & Sons vs. Minn. & St. L. 
et al. 


May 25—Philadelphia, Pa.—Examiner Butler: 
6213—Wood & Skilton vs. Sou. Ry. Co. et al. 
6376—A. G. Wood and E. A. Skilton et al. vs. A.C. L. R 
Co. et al. 
6560—Wood & Skilton vs. Wabash Sou. Ry. Co. et al. 
May 25—Chicago, Ill—Examiner Gerry: 
6720—Swift & Co. vs, C. Gt. West R. R. Co. et al. 
6739—Swift & Co. vs. Mo. Pac. Ry. Co. et al. 
6743—Swift & Co. vs. P. R. R. Co et al. 
May 25—Pittsburgh, Pa.—Examiner Watkins: 
|. & S. 388—Transit privileges on grain products at Pitts- 


Wabash R. R C 


R. R 


burgh, Pa. ; 
|, & S. 6685—Crawford & Bunce et al. vs. P. C. C. & St 
et al, 


May 26—Clinton, Ia.—Examiner McKenna: 
6222—F. Smith & Sons vs. C. & N. W. Ry. Co. 

May 26—Chicago, Ill.—Examiner Gerry: 
6719—Sulzberger & Sons Co. vs. Sou. Pac. Co. et al. 
6729—F. J. Lewis Mfg. Co. vs. D. & R. G. R. R. Co. 
6733—F.. J. Lewis Mfg. Co. vs. C. R. I. & P. Ry. Co. et al 


May 26—Philadelphia, Pa.—Examiner Butler: 
6218—Commercial Coal Mining Co. vs. P. R. R. et al. 
6313—Fill & Collins vs. P. & R. Ry. Co. et al. 
6305—Wistar, Underhill & Mixon vs. A. C. L. R. R. Co. et al 
6322—North American Smelting Co. vs. B. & O. R. R. (0 

et al. 


May 27—Chicago, Ill.—Examiner Gerry: 
ae 9 ieee Schoenhofen Brewing Co. vs. 
et al. 
6744—Schultz & Gowen Co. vs. C. M. & St. P. Ry. Co. et a! 
6748—Wilcox & Co. vs. C. & N. W. Ry. Co. 
May 27—Philadelphia, Pa.—Examiner Butler: 
6397—S. F. Scattergood & Co. vs. C. M. & St. P. Ry. Co. et al 
6402—S. F. Scattergood & Co. vs. N. Y. O. & W. et al. 





et al. 
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6538—S. F. Scattergood & Co. vs. L. S. & M. S. Co. et al. 


6472—Ducktown Sulphur Copper and Iron Co. vs. L. & N. 
R. R. Co. 
May 27—Peoria, Ill.—Examiner McKenna: 
6230—American Milling Co. vs. C. I. & 9. R. R. Co. et al. 


6298—American Milling Co. vs. Y. & M. V. R. R. Co. et al 


May 28—Springfield, Ill.—Examiner McKenna: 
=e Farmers’ Elevator Co. vs. C. 
eta 
May 28—Chicago, Il. eeareet arr 


& A. R. R. Co. 


6724—S. C. Bartlett Co. vs. C. & St. L. > R. Co. et al. 

6741—S. C. Bartlett Co. vs. C. P. & St. L. R. R Co. et al. 
May 28—Philadelphia, Pa.—Examiner Butler: 

6533—Domenick Federico vs. Sou. Pac. . 

6702—Bangor National Slate Co. vs. L. V. ¢e- et al. 

6738—John A. Cranston Lumber Co. vs. % & L, R. R. Co. 


et al. 
May 29—Chicago, IlL—Examiner McKenn 
1. & S. 372—Potato rates in Western ‘Classification territory. 
June 1—Toledo, O.—Examiner McKenna: 
6393—Milburn Wagon Co. vs. L. S. & M. S. et al. 
a & Stephens vs. N. O. & N. E. R. R. Co. 
et a 
June 1—St. Louis, Mo.—Examiner Gerry 
|. & S. 184—Advances on hardwood aan other kinds of lumber. 
June 1—Columbus, O.—Examiner Gerry: 
6000—Federal Glass Co. vs. C. R. I. & P. Ry. Co. 
4696—Chas. Boldt Co. vs. C. R. L & P. Ry. Co. 


APPLICATIONS UNDER PANAMA CANAL ACT. 
Hearings at Washington, D. C., New Willard Hotel, 10:00 a. m. 


May 6 and 7—Docket 6381. 
The Pennsylvania R. R. Co. and the Northern Central Ry. Co 
(Erie & Western Transportation Co.). 


May 8 and 9—Docket 6616. 
Erie R. R. Co. (Mutual Transit Co. only). 

May 11 and 12—Docket 6615. 
Erie R. R. Co. (Erie R. R. Lake Line). 

May 13 and 14—Docket 6504. 
Lehigh Valley R. R. Co. (Lehigh Valley Transportation Co., 

lake line only). 

May 15 and 16—Docket 6631. 
Lehigh Valley R. R. Co. (Mutual Transit Co.). 

May 18 and 19—Docket 6570. 
The New York Central & Hudson River R. 


Transit Co.). 
May 20 and 21—Docket 6573. 
The New York Central & Hudson River R. 


Transit Co.). 
May 22 and 23—Docket 6603. 
Rutland R. R. Co. (The Rutland Transit Co.). 
May 22 and 23—Docket 6765. 
The New York Central & Hudson River R. R. Co. 


Transit Co.) 
May 25 and 26—Docket 6624. 
The Grand Trunk Ry. Co. of Canada (Canada Atlantic Transit 
Ca. only. 


R. Co. (Mutual 


R. Co. (Western 
(Rutland 


PERSONAL NOTES 


A. Tinling has returned ed to Seattle as assistant gen- 
eral freight and passenger agent of the Northern Pacific. 

Henry Wahoske has been promoted from commercial 
agent to assistant general agent of the Milwaukee road, 
with headquarters in Seattle. 

W..G. Womble of Raleigh, N. C., has resigned as 
general freight agent of the Norfolk Southern to accept 
a position with the corporation commission of North Caro- 
lina. 

David L. Gray has been appointed assistant general 
traffic manager of the Erie Railroad, with headquarters 
at New York. Mr. Gray was assistant freight traffic 
manager. 

John F. Kunz, former deputy district attorney of 
Esmeralda County, Nevada, has been appointed land at- 
torney for the Interstate Commerce Commission in the 
Pacific Coast district. 

Fred E. Dunham has resigned as chief clerk to H. E. 
Thatcher, general agent of the freight department of the 
Hocking Valley Railroad in Toledo, to become traffic 
manager for the Pinkerton Tobacco Co., which has its 
main plant in Toledo. 

Paul E. Rogers, who for a number of years has been 
traveling freight and passenger agent of the Santa Fe 
Railway system, Atlanta, has been appointed general 
southern agent of the same company, with headquarters 
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at Atlanta, succeeding John D. Carter, promoted to the 
Detroit agency. 

E. S. Gubernator, for a number of years chief clerk 
in the general agent’s office of the Santa Fe Railway at 
St. Louis, resigned May 1 and, with James J. Connell and 
Douglas H. Jones, also of St. Louis, has organized the 
firm of Gubernator, Connell & Jones for the general 
practice of law at St. Louis. 

Under a new policy for the traffic department of the 
St. Paul Association of Commerce, the position of traffic 
director, left vacant by the resignation of T. A. McGrath, 
will not be filled. The department will be put under the 
direct supervision of J. H. Beek, secretary, and Edward 
Bergh will be chief rate clerk. 

The St. Louis Southwestern Railway Co. announces 
the following appointments: S. M. Dickey is appointed 
commercial ageint at Pine Bluff, Ark.; J. D. Watson is ap- 
pointed assistant freight traffic manager at St. Louis; 
W. H. Townsend is appointed commercial agent at Pitts- 
burgh, vice J. C. Toynbee, resigned. 

W. G. Besler, formerly vice-president and general 
manager of the Central Railroad of New Jersey, who has 
been elected to the presidency made vacant by the death 
of George F. Baer, has been in the railroad business 
since he was 17 years old. He began at $5 a week in 
the office of the Chicago, Burlington & Quincy Railroad. 

Edward T. Campbell has taken up the work of gen- 
eral traffic manager of the Erie Railroad, D. W. Cooke, 
who was recently made a vice-president. Mr. Campbell 
will have jurisdiction over the entire Erie system, with 
office in Chicago. He has been in the employ of the 
Erie road since 1902, serving seven years as purchasing 
agent and five years as traffic manager. 


The following officers were elected at the twenty-fifth 
annual meeting of the American Association of Demurrage 
Officers at St. Louis: President, R. A. Taylor, manager 
of the Virginia and West Virginia Demurrage Bureau, 
Richmond, Va.; vice-president, M. W. Rotchford, manager 
of the Illinois and Iowa Demurrage Bureau, Peoria, IIl.; 
secretary-treasurer, A. G. Thomason, demurrage commis- 
sioner, Boston, Mass. 


The following changes are announced by the 
Lehigh Valley Railroad Co.: C. E. Crane, general east- 
ern freight agent, having resigned to engage in other 
business, the title of general eastern freight agent is 
discontinued. J. S. McCrea is appointed city freight 
agent at New York, and will have charge of the territory 
and other matters heretofore under the supervision of 
the general eastern freight agent. O. F. Johnson is 
appointed division freight agent, with headquarters at 
Ithaca, N. Y., vice J. S. McCrea. E. F. Neagle is ap- 
pointed traveling freight agent, vice O. F. Johnson. 

The following changes have been made in the traffic 
department of the United Fruit Co.’s steamship service: 
E. R. Grabow has been made general manager, passenger 
department, with office at Boston; W. M. Lowrie is pas- 
senger traffic manager, with office. at New York; the 
position of general traffic manager has been abolished, 
effective same date. The freight traffic department is 
now in charge of the general freight agents at New York 
and New Orleans, the former having charge of freight 
traffic through the ports of Boston, Mass., New York, 
N. Y., Philadelphia, Pa., and Baltimore, Md., and the 
latter through the ports of Charleston, S. C., Mobile, Ala., 
New Orleans, La., and Galveston, Tex. Mr. Hartmann 
has been appointed general western agent, with office at 
Chicago. 
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COTTON WAREHOUSE FOR NEW ORLEANS 


The state of Louisiana has on foot a project to 
construct a model warehouse in New Orleans for the 
storing of cotton. It is taking this step with a view 
to maintaining the primacy of the city as a port in 
the South, and also in anticipation of the expansion in 
the city’s shipping trade which will follow the opening 
of the Panama Canal. To provide the money for con- 
structing the warehouse the state has issued $3,000,000 
bonds. 

The new warehouse will be the largest in the 
world. It will have a storage capacity of 1,000,000 bales, 
or five times that of the Memphis warehouse, which is 
now the largest in existence, and will cover 140 acres. 
The terminal railway which will be built in connection 
with it will be able to handle 900 cars a day. Modern 
conveying machinery will also be installed to facilitate 
the transfer of the bales from the cars to the ware- 
house and from the warehouse to the steamers. 

Much benefit is expected to accrue to the cotton 
planter from this undertaking. It will provide him 
with storage facilities which he now lacks, and there- 
fore enable him to secure advances from the banks on 
the stored cotton as collateral. To this end the state 
itself will issue warehouse certificates, safeguarding the 
holders. The planter will thus be able to carry the 
cotton as long as he cares to. A further advantage of 
the proposed warehouse is that its fireproof construc- 
tion will reduce insurance charges on the cotton to a 
minimum. 





CURING TRAFFIC CONGESTION 


A method that has been evolved in Greater New 
York to obviate the traffic congestion may prove sug- 
gestive to other cities confronted by overtaxing of 
freight transit facilities and to cities which through 
their commercial organizations are endeavoring to fore- 
stall difficulties in the future. 


The solution of New York’s trouble has been aided 
by the establishment of the Bush Terminal Co. in 
Brooklyn on the water front of New York Harbor. It 
is a factory, warehouse and freight terminal plant in one. 


Within a compass of 250 acres it shelters a num- 
ber of varied and stable industries. Here upward of 
12,000 employes labor, and, together with their families, 
make up a contiguous population of fully 50,000 people. 


The plant comprises 10 large industrial buildings, 
suitable alike for warerooms or for manufacturing pur- 
poses, entirely of steel reinforced concrete. The build- 
ings are detached, and paralleling each are railroad 
tracks, on one side, for freight received or to be shipped 
by rail, and on the other side an open street for orderly 
trucking. In addition there are 130 warehouses; 25 miles 
of railroad, with electric locomotives and accommodation 
for 2,000 freight cars; 7 covered docks, each 1,400 feet 
in length, leased to steamship lines operating between 


device or method mentioned in this department. 





New York and every known quarter of the globe, and 
a flotilla of barges, car floats, lighters, tugboats and 
the like auxiliaries for the movement of freight in heavy 
volume. 

The efficiency of the company is seen at its besi in 
freight handling. This company is the accredited avent 
of every railroad entering New York City and vicinity. 
Herein it points to a solution of the problem of freiglit 
congestion and insufficient or inadequate shipping facili- 
ties for Manhattan and other cities. Outgoing or in- 
coming shipments for its tenants are freighted by water 
The company receives on its car floats from the sev- 
eral railroads entering New York and vicinity, as their 
agent, their freight cars containing shipments for a 
Bush Terminal tenant. These are then floated to the 
Brooklyn plant, coupled to a locomotive and taken to 
the siding next the tenant’s building. The cars are 
unloaded at once and the consignment is delivered to 
the tenant at the door of his loft. He has no delay, 
no harassment due to street or other congestion, io 
porterage or cartage expenses, no concern whateve: 
over the shipment. The terminal company renders 
these services to its tenants under its rental contract; 
and it delivers or ships freight in carload or less-than 
carload lots thereunder, making up and despatching 
“through” trains to some of the important cities daily. 
In outgoing shipments the process is reversed. The 
tenant places his consignment on the elevator, makes 
out his own Dill of lading, which the Bush Terminal 
Co. stamps officially and then assumes full charge of 
the shipment. The tenant transfers responsibility to 
the company, which promptly starts the freight, by locv- 
motive and float, to the designated railroad termina! 





STATION SERVICE INSPECTOR 





(By P. W. Coyle, Traffic Commissioner, St. Louis Business 


Men’s League.) 





By the appointment of a station service inspector 
the Traffic Bureau of the Business Men’s League has 
inaugurated a service which is unique in the annals of 
transportation. It is the duty of this station service 
inspector to visit the freight depots of the various lines 
serving St. Louis so as to watch the movement of in- 
bound and outbound shipments, to note the condition 
of the packages when tendered to the carriers, to observe 
how the packages are marked and if all old marks are 
effaced, and in general to assist both the carriers and 
the shippers, so that prompt and expeditious handling 
may be accorded all freight. If it is found by tis 
inspector that shippers do not efface old marks from 
packages he makes a report accordingly, and the bureau 
directs the attention of the shipper to it. In the event 
that shipping tickets are not carefully prepared, or if 
the county is not shown where there are two towns 0 
the same name in a state, the attention of the ship )°! 
is directed to the necessity of exercising care in 1t'1/5 
respect. If it is found that the doors of a freisht 
































sins diianced eet 















bie 








~ sk Ls 





























May 9, 1914 THE TRAFFIC WORLD 


YOUR OWN PARTICULAR TRANS- 
PORTATION PROBLEM IS BEING 
ANSWERED SOMEWHERE BY 


WHITE TRUCKS 


There are thousands of White Trucks in daily 
service. They are being used in practically every 
line of business. Their owners can tell you of 
the economy, dependability and durable con- 
struction of White Trucks as well as we. There 
is some White owner already answering the very 
transportation problem that is before you. 

Let us show you what others are doing, 

and what you can do, with White Trucks. 
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house are blocked the inspéctor directs the attention 
of the agent to that condition and makes a report to 
the traffic bureau of the league for such further action 
as may be necessary. If for some reason a quantity 
of freight is held over from one day to another the 
inspector makes inquiry as to the cause, and reports 
accordingly to the Traffic Bureau. 

In brief, it is the duty of the inspector closely to 
observe the movement of outbound freight, so as to 
avoid delay to shipments forwarded from St. Louis, and 
to report conditions as he finds them to the traffic 
bureau of the Business Men’s League, by which he is 
employed, in order that any acts of omission or com- 
mission of either the carriers or the shippers may be 
brought to the attention of the parties interested and 
correctivé measures applied so as to avoid controversies 
or subject shipments to delay. 

The duties of the station service inspector are dis 
tinct from those of the traveling service agent of tne 
Business Men’s League, the latter service being also 
unique in that the Business Men’s League of St. Lonis 
is the first commercial organization to create such a 
position, and both of these innovations are proving 
mutually beneficial to the shippers and the carriers. 





ECONOMY OF FREIGHT HANDLING 


(The Motor Truck.) 
Those who have haulage to do often disregard the 


possibilities to be obtained by special equipment for 
quick handling of vehicle freights, believing that the 
expense entailed does not justify the construction of 
what may assumedly be needed for a comparatively 
short time. The supposition is that unless a work is 
continuous or of considerable duration expense in con- 
nection with it is needless, and the saving that might 





obtain would not warrant equipping it so that labor 
and time may be minimized. 
An example of the possibilities, however, and of 


the good judgment that was used, may be found in the 
ease of J. F. Kulp & Sons, Buffalo, N. Y., a concern 
that owns four Pierce-Arrow five-ton trucks, and which 
had contract for hauling all the marble to be used in 
the construction of the new Catholic cathedral at 
Delaware avenue and Utica street, in that city. The 
building is to cost $1,500,000, and the edifice will include 
590 carloads of marble, about 450 of this to be for 
exterior and about 140 for interior work. 


The stone could be easily defaced, and for that rea- 
son could only be handled carefully, and when the 
haulage was begur much time was lost in loading at 
the cars and unloading at the site. Cranes were used 
at the cars and the unloading was by hand, each piece 
being handled separately. To economize, a number of 
“skips,” or shallow boxes, were built, these being 
mounted on small wheels, so that they could be moved 
readily and quickly, and at the building site a platform 
was made with a runway to the ground. From the run 
plank ways were laid when necessary. 


Some of these “skips” were left at the cars, and 
these were loaded by the cranes when the trucks were 
moving. The trucks carried the “skips” and the loads 
to the cathedral, where they were pushed onto the 


platform, and they were left for the workers to handle 
at convenience, 
to the cars. 

loads quickly placed and return made without 


and empty “skips” were taken back 
On arrival the empties were unloaded, 
loss of 
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at either end. The 
nothing, and all 


the truck or of the men 
reduced to practically 


time of 
breakage was 


delays were avoided. One truck in a nine-hour day 
hauled between 50 and 55 tons of marble, the round 
trip averaging about eight miles. 





TANK CARS TO FIGHT FIRE. 

The Canadian Pacific Railway has bought two tank 
cars specially equipped for fire fighting. They have been 
built according to the designs made by the company, and 
the idea is to operate them in pairs. Each car carries a 
tank of 8,438 imperial gallons and on the end of each is 
a twenty-by-ten-inch duplex fire pump, using steam from 
the locomotive boiler. The corresponding end of the 
other car has a rack construction on which can be car- 
ried 6,000 feet of fire hose. 


MINOR UNREPORTED UPINIONS 


No. A594, Case 5916. Vulcan Detinning Co. vs. A. T. & S. 
F. et al. Rates for the transportation of scrap tin-plate from 
South Omaha, Neb., to Kansas City, Mo., and Denver, Colo., 
to Streator, lil, not unreasonable and complaint dismissed. 

No, A597, Case No. 5997. American Furniture Co. vs. Chi- 
cago & Erie R. R. Co. et al. Rates for the transportation of 
L. C. L. shipments of ornamental screens in crates from 
Huntington, Ind., to Denver, Colo., not unreasonable and com- 


plaint dismissed. 

No. A598, Case No. 5389. Humphreys-Goodwin Co. vs. C 
R. I. & P. et al. Rate of 65c per 100 pounds for the transporta- 
tion of six cars of cottonseed hulls from Little Rock, Ark., to 
Higgins, Tex., unreasonable. Reparation cannot be awarded 
unless complaint is filed within the statutory period. 

No. A600, Case No. 5998. Nickey & Sons Co., Inc., et al. vs 
Mo. & No. Ark. R. R. Co. et al. Rate for the transportation 
of logs from Maggett and Aubrey, Ark., to Memphis, Tenn.. 
found unreasonable, and reparation awarded. 

No. A584, Case No. 5566. American Lumber and Mfg. Co. vs 
D. T. & IL. Ry. Co. et al. Charges assessed on lumber, C. L., 
from Ironton, O., to Sault Ste. Marie, Mich., found unreason- 
able. Reparation awarded on a carload shipment of lumbe! 
from Ironton, O., to Sault Ste. Marie owing to misrouting ot 
shipment. 

No. A585, Case No. 5309. 





Pittsburgh Steel Co. vs. Trinity 
& Brazos Valley R. R. et al. Case No. 5309, Sub. 1. Same vs 
Int. & G. N. Ry. Co. et al. Rate of 5le per 100 pounds on 
nails, wire, wire fencing and staples from Galveston, Tex., via 
Hollis, Okla., to Wellington, Tex., unreasonable to the extent 
that it exceeded a rate of 37c. Reparation awarded. 

No. A586, Case No. 6071. Chestnut-Gibbons-Grover Co. vs 
st. L. & S. F. Ry. Co. et al. Rate on canned tomatoes from 
West River, Utah, to Muskogee, Okla., not found unreasonable 01 
discriminatory. Reparation awarded on account of certain over 
charges. 

No. A587, Case ‘No. 5910. Joe C. Sims vs. L. & N. R. R. Co 
Rate applicable from Louisville, Ky., to Lebanon, Ky., on fivé 
carload shipments of rough granite shipped from Barre, Vt., to 
Lebanon under agreement as to released valuation found to 
have been unreasonable and reparation awarded. 

No. A583, Case No. 5895. Torrey Cedar Co. vs. C. & N. W 
Ry. Co. et al. Reparation awarded on a carload of telephone 
poles from Whitcomb, Wis., to Star City, Ind., on which charges 
were based on minimum for car furnished, which was in excess 
of minimum for car of size ordered by shipper. 

No. A589, Case No. 5894. Louis T. Hyman vs. L. & N 
R. R. Co. Rate on scrap iron, C. L., from Copperhill and 
Austril, Tenn., to Atlanta, Ga., and Louisville, Ky., found un 
reasonable and reparation awarded. 

No. A590, Case No. 5666. H. F. Cady Lumber Co. vs. A 
T. & S. F. Ry. Co. et al. Rates on yellow pine lumber, C. L 
from Louisiana, Arkansas and Texas points to Ralston, Neb 
not found to be unduly prejudicial in comparison with rate 
contemporaneously applicable on yellow pine lumber from sam: 
points of origin to Omaha and South Omaha, Neb. Complaint 
dismissed. 

No. A591, Case No. 5642. J. M. Card Lumber Co. vs. C. N 
O. & T. P. Ry. Co. et al. Rate charges on oak and mahogan) 
lumber, C. L., from Chattanooga, Tenn., to Hornell, N. Y., not 
found to have been in excess of tariff rates and complaint dis 
missed. 

No. A592, Case No. 4215. Auto Vehicle Co. vs. Pa. Co. et : 
Case No, 4537, J. W. Leavitt & Co. vs. C. Cc. Cc. & St. LL R 
Co. et al. Upon rehearing previous decision affirmed except «5S 
o¢ ie rate applicable to shipments of front axles for automo- 
biles. 

No. A593, Case No. 6015. Hecker Cereal Co. of Milwauke 
Wis.. vs. C. & N. W. Ry. Co. Complainant fails to conform [0 
tariff rules so as to enable it to be entitled to reshipping rates 
from Milwaukee, Wis., on rolled oats forwarded from that 
point to eastern destinations. Complaint dismissed. 

No. A595, Case No. 5944. Western Tool and Forge Co. vs 
Adams Express Co. Complaint respecting express rates from 
Brackenridge, Pa.. as compared with rates from Pittsburg), 
Pa., to western points having been satisfied, complaint is dis- 
missed. 

No. A596, Case No. 5951. Corning Glass Works vs. B. & °* 
et al. Rate of 17%c on litharge from East Cambridge, Mas 
to Corning, N. Y., via route of defendant not found unreaso 
able and complaint dismissed. 
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DIGEST OF NEW COMPLaiNTS 


No. 6552, Sub. No. 7. 
C. St. M. & O. et al. 
Alleges excessive rates on hard and soft coal from Duluth 
to Minnesota points. Ask for rates not to exceed the state 
rates, and reparation. 
No. 6821. David Rutter & Co., Chicago, vs. C. & N. W. et al. 
Against a charge of 40c a ton on coal for a movement of 
four blocks within Chicago. Demands the establishment of a 
just and reasonable rate, and reparation. 
No. 6822. Nashville Men’s Club vs. L. & N. 
‘. Against milling-in-transit rules and regulations as unjust, 
Demands the 


Lampert Lumber Co., Minnesota, vs 


unreasonable and unjustly discriminatory. 
establishment of new rules, and reparation. 

No. "6823: aterbury Felt Co., Skaneateles Falis, N. Y., vs. 
Boston & Albany et al. 

Against C. L. and L. C. L. rates on wool in bales, Boston 
to: Skaneateles, as unreasonable, .exeessive and unjust. De- 
mands maxima rates not to exceed Albany rates, and repara- 
tion. 

No. 6824. Radford-Portsmouth Veneer Co., 
Norfolk & Western et al. 

Alleges excessive, unjust and unreasonable rates on veneer- 
ing and thin lumber from Radford to Massachusetts, New 
Hampshire, Maryland and Pennsylvania points. Demands 
maximum rates and reparation. 

No. 6730. Leon Godchaux Co., Ltd., New Orleans, La., vs. Illi- 
nois Central et al. 

Against a rate of 25c on imported blackstrap molasses, New 
Orleans to Clinton, lowa, as compared with a domestic rate 
between the same points of 29c, as being unduly discrim- 
inatory. Ask for a reduction of the domestic to the level of 
the import rate, and that the rate to St. Louis and East St 
Louis be reduced fro 2ic to 15c for the same cause. 

No. 6730, Sub. No. 1. Same vs. Same. 

Against the 15c import rate on blackstrap, in tank cars, to 
St. Louis and East St. Louis, from New Orleans, as being 
unduly discriminatory when compared with the 2lc rate, do- 
mestic. Ask for the establishment of the 15c rate to apply 
on all movements. 

No. 6818. Greer-Beatty Clay Co. vs. Pa. Co. and P. R. R. Co. 


Radford, Va., Vs. 


Alleges that carload rate on hollow building block from 
Magnolia, Ohio, to Olean, N. Y., was unreasonable, preju- 
dicial and favors shippers located at Buffalo, N. Y. Demand 


a reasonable and just rate and reparation. 
No. 6817. Kanotex Refining Co. vs. A. T. & S. F. Ry. Co. 

Alleges that rates on petroleum and products from Caney, 
Kan., to Woodward, Okla., are unreasonable and unjust. De- 
mands reasonable rates and reparation. 

No. 6819. National Petroleum Assn. vs. A. T. & S. F. Ry. et al. 

Alleges that the rate for the transportation of petroleum 
and its products from Kansas producing points to Peoria, 
lll., are unreasonable, unduly prejudicial and discriminatory. 
Demands reasonable and just rates and reparation. 

No. — Peppard, J. G., Seed Co., St. Louis, vs. A. T. & 8S. F. 
et al. 

Alleges increase of 5c in rates on millet, sorghum and cane 
seeds from St. Louis to Texas points makes them unjust and 
unreasonable. Demand reasonable rates. 

No. 6826. Safety Armorite Conduit Co., Pittsburgh, Pa., vs. 
Cc. & N. W., Union Pacific and Oregon Short Line. 

Alleges that rate of $1.13 per 100 pounds on galvanized iron 
conduit pipe between Chicago, Ill., and Salt Lake City, Utah, 
is unreasonable and unjust. Demands a reasonable and just 
rate. 

No. 6875. National Society of Record Associations et al. vs. 
Aberdeen & Rockfish R. R. Co. et al. 

Complainant alleges that L. C. L. rates for the transporta- 
tion of horned bulls, calves, horses, swine, sheep and other 
live animals between points in the several states of the 
United States, the District of Columbia, adjacent foreign 
countries and Alaska are unreasonable and unduly prejudicial, 
and that these unreasonable rates are largely due to rules 
and regulations of the various classifications in effect through- 
out the country. Complainant prays for more reasonable 
rates, rules and regulations either in classifications, excep- 
tions to classifications or in individual schedules. 


I. AND S. 202 REOPEND 


-n I. and S. No. 202, the Commission, April 13, ordered 
the proceeding reopened for argument upon the following 
questions: 

1. Must the Union Pacific system be a party to 
through routes and joint rates on traffic which originates 
at points served by it and is destined to points on its 
line? 

2. Must the joint rate on traffic which originates 
on the Union Pacific system be applied via routes that 
short-haul it? 

3. Must the joint rates on traffic which is destined 
to points on the Union Pacific system be applied via 
routes that short-haul it? 

It was ordered, that respondents be permitted to 
file briefs on the three questions on or before May 10, 
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and that protestants be permitted to file briefs on or 
before May 31. 

It was further ordered, that the order of the Com- 
mission entered under date of Feb. 9, 1914, be modified to 
read as follows: 

“It is ordered, That the order of the Commission sus- 
pending until Feb. 28, 1914, the operation of said sched- 
ules in said tariffs be, and it is hereby, vacated and set 
aside, in so far as such schedules relate to the proposed 
closing of the Wallula gateway to shipments of wool 
from local points to the east over the Northern Pacific 
Railway, and in so far as such schedules relate to the 
movement of shingles in connection with boat lines oper- 
ating on Puget Sound. 

“It is further ordered, That the carriers respondents 
herein and designated in said tariffs be, and they are 
hereby, notified and required to cancel, on or before July 
1, 1914, the rates, charges, practices and regulations stated 
in the schedules specified in said orders of suspension 
in so far as such schedules propose to close the Spokane, 
Silver Bow and Butte gateways to shipments of lumber 
originating on other lines and destined to points of con- 
sumption on the lines of the Union Pacific system. 

“It is further ordered, That the carriers respondents 
herein and designated in said tariffs be, and they are 
hereby, notified and required to cancel, on or before July 
1, 1914, the rates, charges, practices and regulations stated 
in the schedules specified in said orders of suspension 
in so far as they propose to cancel through routes and 
joint rates by way of the Colorado gateways upon general 
traffic between points on the lines of the Oregon-Wash 
ington Railroad & Navigation Co., on the one hand, and 
points on the Missouri River and east thereof, on the 
other. 

“It is further ordered, That said carriers shall estab 
lish, on or before July 1, 1914, upon notice to the Inter- 
state Commerce Commission and the general public by 
not less than five days’ filing.and posting in the manner 
prescribed in section 6 of the Act to regulate commerce. 
and for a period of not less than two years from said 
July 1, 1914, anply to the transportation of the traffic 
described in the schedules covered by said orders of sus 
pension mentioned in the two preceding paragraphs hereof 
from the points of origin to the points of destination 
named in the schedules covered by. said orders of sus 
pension, rates not in excess of those applicable from said 
points of origin to said points of destination currently in 
effect via the routes not proposed to be canceled by the 
suspended schedules designated in the first pargraph of 
this order.” 
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The Revolvator will save you money where ie Pile. 


Write for Bulletin T. R. 27—“What is a REVOLVATOR?” 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 





























Charles Conradis H. R. Small 


Practices before the Practices before the Interstate Commerce 
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Interstate Commerce Commission Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 1605-14 Pierce Bldg., St. Louis, Mo. 





Watson & | 
Attorneys at Law. Specialists in Interstate Com- 
merce 


B. G. 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 


John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, Il. 





Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. EB. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


Cc. D. Chamberlin | 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 






Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 





Blackmar & Bundschu 

H. Ear Iton Hanes Attorneys and Counsellors 

Suite 904 Commerce Building, 
Kansas City, Mo. 


Special Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 





Rufus B. Daniel 


Interstate Commerce Cases Only 


SEVEN YEARS 
wT THE-hay i El Paso, Texas 








BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 






M W. Borders Luther M. Walter John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT: * 





' 






As a Friend ef THE TRAFFIC WORLD, piesse Mention the paper in writing te atterneye. 









936 


CARRIERS’) ANNOUNCEMENTS 


PERISHABLE FREIGHT CARED FOR. 

Proper ventilation of freight cars containing ship 
ments of perishable goods, fruit and provisions, is receiv- 
ing special attention by operating officials of the Baltimore 
& Ohio system, with a view to having this traffic arrive 
at destination in first-class condition so far as possible. 
Records are being kept of the temperature of ventilator 
cars containing perishable freight, dressed meats, etc., 
and it is aimed to move the cars under the standard ven- 
tilation instructions. Special efforts are being taken like- 
wise in the transporting of fruit, in order that the ship- 
ments may be kept moving, that rough handling may 
be avoided, that doors of the cars may be kept closed and 
that the shipments may be properly iced at all times. 





WESTERN EXPRESS CO. SERVICE. 


On July 1 next the Western Express Co. will open 
independent city offices in Chicago and Milwaukee, main- 
tain its own independent wagons, and serve the public 
with its own independent organization. On January 1 
last, similar action was taken at St. Paul and Minneap 
olis. Until June 30 next the local service at Chicago and 
Milwaukee will be furnished by the United States Express 
Co.’s organization. The Western Express Co. now op- 
erates over the Soo Line (M. St. P. & §. Ste. M. Ry.); 
Duluth, South Shore & Atlantic: Spokane International 
Railway; Canadian Pacific Railway and allied lines. 


BOAT LINE RATES. 


The Chicago, St. Louis & Gulf Transportation Co. 
has issued its initial schedule of class rates on freight 
between Chicago and Illinois points. The reduction 
under rail tariffs is about 20 per cent. The Chicago ter- 
minal for the boat line will be that of the Merchants’ 
Lighterage Co. until docks can be constructed. Calls 
will be. made at all private docks on the Chicago River, 
Illinois and Michigan Canal, the Illinois and Mississippi 
rivers. 


SOUTH AMERICAN AGENT. 
Charles Lyon Chandler, recently appointed South 
American agent of the Southern Railway Co., the Cincin- 
nati, New Orleans & Texas Pacific, the Alabama Great 






human equation. 
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Doubtful Weight Records Cost Money to Straighten Cut 


Mechanically made records of weight are free from the principal cause of error, viz., the 











Southern, and the Mobile & Ohio Railroad Co., with head 
quarters at Chattanooga, Tenn., will not work exclusively 
on the lines of these companies, but will co-operate with 
manufacturers and merchants in other parts of the United 
States, who are so situated that they can advantageously 
ship to South American markets through south Atlantic 
and Gulf ports. It is expected that the completion of the 
Panama Canal and the consequent stimulation of interest 
in trade with all South America will result in the de 
velopment of a large volume of traffic from points in th« 
Mississippi Valley and the Middle West, which can ad 
vantageously be moved to Southern ports over the lines 
which Mr. Chandler represents. 


POSITIONS WANTED OR OPEN 


EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, III. 
es 

TRAFFIC MANAGER—Practical rate man, having had 
considerable experience in revising, billing, applying rates 
and preparation of rate data for hearings. Ten years’ of 
experience in both local and general offices, occupying 
positions as Chief Claim Clerk, Accountant, and Traveling 
Auditor. Best references; address J. R. 31, Traffic World 
Chicago, Il. 
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TRAFFIC MANAGER—With railroad, industrial or 
commercial company. Age 39, married, competent and 
reliable. Nineteen years railroad experience, of which 
fourteen years with th Louisville & Nashville. Well 
versed in Interstate Commerce regulations. At present 
traffic manager and auditor of small steam railroad 
having full charge of operations. My railroad experi- 
ence hs made me capable of holding most any position 
in operating, traffic or accounting railroad departments. 
My reason for making a change, is better schools for 
my children. Address K. M. R. 99, The Traffic World, 
Chicago, Il. 


Writing in the weight by hand introduces a double possibility of error— error in weighing and 
error in recording. It reduces the speed of weighing to one-fourth that obtained with - - 


the nuisance of delayed settlements. 


The Streeter-Amet Automatic Weight Recorder 


In addition, checking and correction of error due to hand recording make clerical expense and 


Ask for proof that our device will save you this trouble. 


Streeter-Amet Weighing and Recording Co., Hartford Bldg., Chicago 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, ‘New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 
Huguenot Express Co. Buffalo Storage & Carting Co. 


Nay Soren BUFFALO, N. Y. 

624 West Thirty-sixth St. Phome 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
and distribution. 












































350-356 Seneca St. ‘‘Unsurpessed facilities’ for stor- 
ing, handling, transferrimg and forwarding goods. Tele- 
phone No. 633. 





Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Judson Freight Forwarding Co., Inc. 


CHICAGO . 443 Marquette Buliding. 
ST. LOUIS . 1501 Wright Bullding. 

Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 

















Import and export freight contractors, tramsfer and 
reshipping agents, cusf6m house brokers. Bomded and 
free warehouses. 






Terminal Transfer & Storage Company, Inc. Wiesenfeld Warehouse Co. 


U. 8S. Bonded Transfer Mobile, Alabama TRONOONYULE, CLA. 

STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 






Bash Storage Company 
FT. WAYNE, IND. 


Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft, Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 































Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA. 
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RECONSIGN AND STORE ANYTHING. 
CUSTOM HOUSE BROKERS. 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS _ Nationa! League of Commission Merchants 
























Pres., Cincinnati, O.; R. 8S. French, 

The National Industrial Traffic League. Officers. Business Manager, 202-204 Franklin St., 

Object—The object of this league is New York 

to interchange ideas concerning traffic Bh. Ch Wain. occ.ks insicedons cane President ; 

matters. to co-operate with the Inter- Commissioner, Transportation Bureau of 

State Commerce Commission, state ral- Commercial Club, Kansas City, Mo. Northern Pine Manufacturers’ Assocla- 

road Comnenneateins and —— an aa ieee eesag esos TENE, ee tion. H. S. Childs, Secy., Minneapolis. 

“oniparies in promoting and securing ommissioner, reight an raffic - , pers’ 

better understanding by the public and vision Chamber of Commerce, Indian- gg omg, pe e —_ Fe in- 

the state and national governments of apolis, Ind. dustries located at Sterling and Rock 

the needs of the traffic world; to secure Oscar F. Bell ........ Secretary-Treasurer Falls, ll. W. P. Benson, President: H. 

proper legislation where deemed neces- T. M. Crane Co., 8386 South Michigan H. Wood, Vice-President; W. J. Bur- 

Sary, and the modification of present Ave., Chicago, Il. leigh, Secretary-Treasurer; W. E. Long 

laws where considered harmful to the David P. Chindblom...... Asst. Secretary Traffic Manager. 5 

free interchange of commerce; with the 5 North La Salle St., Chicago. 

view to advance fair dealing and to 

promote, conserve and protect the com- es The Memphis Freight Bureau. L. R. 

mercial and transportation interests. National Implement and Vehicle Associa- Donelson, Pres.; . G. Thomas, Vice- 
Headquarters, Tacoma Bldg., 5 North tion. W. J. Evans, Freight Traf. Mer., Pres.; James 8S. Davant, mmissioner, 

La Salle St., Chicago. American Trust Bldg., Chicago, Ill. Memphis, Tenn. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 










THE TRAFFIC WORLD 


REVISED AND REPRINTED 


In Two Volumes 


Barnes on Interstate [Transportation 















































SUBJECTS SUBJECTS 


Interstate Com- INTERSTATE NTERSTATE Discriminations. 
merce Commis- 


sion. NSPORTATION ZOE WLI | Rebates. 


Classification _— of Transportation of 




























Freight. oe Explosives. 
Freight Rates and BARNES ARNES Sais Rates 

Charges. Passenger Rates. 
Long and Short Contracts Be 

Haul. tween Common 










Bills of Lading. Carriers. 


Car Shortage. 
Refrigerators and 






Car per diem 
Charge. 





















Ventilation. ; Pooling Con- 
Transit Privi- tracts. 

leges. 
Terminal  Facili- Accounts. 

ties. Commodities 


Demurrage or Clause. 
“Car Service.” 
Carriers’ Liabil- 

ity. 
Free and Reduced 
Rate Transpor- 







Hours of Service 
Law. 














Employer’s Lia- 
bility. 






















tation. Sherman Anti- 
Allowances by Trust Law. 

Carriers. 4 Nid 
Switch Connec- Government Aid. 

tions. Penalties and 
Embargoes. Forfeitures. 






Written From Both A Legal and A Practical Point of View 
DELIVERED PRICE $7.50 


THE TRAFFIC SERVICE BUREAU 
CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 







